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Appendix  A:  Directory  of  the  Development  Team 


CUSTOM  HOUSE  TOWER  ASSOCIATES 


Developer  TRAMMELL  CROW  COMPANY 

in  joint  venture  with 
JAMES  B.  WHITE  PARTNERS 

Contact: 

Arthur  DiMartino 
Trammell  Crow  Company 
One  Main  Street,  Suite  700 
Cambridge,  MA  02142 
617-621-0400 

James  B.  White 
Palmer  &  Dodge 
One  Beacon  Street 
Boston,  MA  02108 
617-227-4400 


Architect  DEAN  TUCKER  SHAW,  INC. 

in  association  with 
BEYER  BLINDER  BELLE 

Contact: 

Stephen  Tucker 
Dean  Tucker  Shaw,  Inc. 
119  Beach  Street 
Boston,  MA  02111 
617-338-4029 

John  Belle 

Beyer  Blinder  Belle 

41  East  11th  Street 

New  York,  NY  10003 

212-777-7800 
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Museum  Programming  CIA  MOONEY  DESIGN 

Contact: 

Cia  Mooney 
33  Sleeper  Street 
Boston,  MA  02210 
617-423-7318 


Project  Management  STANLEY  H.  DURLACHER 

Contact: 

Stanley  W.  Durlacher 
Trammell  Crow  Company 
186  South  Street 
Boston,  MA  02111 
617-482-2375 


Brokerage  &  Marketing  AGABABIAN  ASSOCIATES 

Contact: 

Ronald  H.  Agababian 
Agababian  Associates 
22  Batterymarch  Street 
Boston,  MA  02109 
617-423-0900 


Legal  Counsel  PALMER  &  DODGE 

and 
DiCARA,  SELIG,  SAWYER  &  HOLT 

Contact: 

James  B.  White 
Palmer  &  Dodge 
One  Beacon  Street 
Boston,  MA  02108 
617-227-4400 

Lawrence  S.  DiCara 
Three  Center  Plaza 
Boston,  MA  02108 
617-523-1800 
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Mechanical  Engineers  R.  G.  Vanderweil  Engineers 

Contact: 

Bruce  MacRitchie,  P.E. 
266  Summer  Street 
Boston,  MA  02210 
617-423-7423 


Structural  Engineers  LeMessurier  Consultants 

Contact: 

Rolf  G.  Andersson,  P.E. 
1033  Mass.  Ave. 
Cambridge,  MA  02238 
617-868-1200 


Traffic  Consultants  Vanasse  Hangen  Brustlin,  Inc. 

Contact: 

Ray  Niedowski 

60  Birmingham  Parkway 

Boston,  MA  02135 

617-783-7000 

Communications  Lashley  &  Company 

Consultant 

Contact: 

Averil  Lashley 
224  Clarendon  Street 
Boston,  MA  02116 
617-437-7878 
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THE  KENDALL  WHALING  MUSEUM 

27  Everett  Street  ST  P.O.  Box  297 
Sharon,  Massachusetts  02067 


Smart  M.  Frank.  Director 


Telephone:  (617)  784-5642 


3  February  1988 

Attn. :  Dina  Montgomery 
Trammell  Crow  Company 
186  South  Street,  1st  Floor 
Boston,  Massachusetts  02111 

Dear  Ms .  Montgomery : 

This  letter  betokens  our  interest  in,  and  our  support  in 
principle  of,  your  organization's  hope  to  establish,  at 
an  appropriate  downtown  site,  a  museum  of  Boston  history. 
The  old  Boston  Customs  House  would  appear  to  be  a  suit- 
able facility  for  conversion  to  this  use,  as  it  is  itself 
central  to  Boston's  role  as  a  commercial  center  and  port, 
and  is  centrally  located  in  an  area  convenient  to  tourism 
and  to  regular  visitation  by  those  who  live  and  work  in 
Boston. 

It  is  remarkable  that  Boston  does  not  already  have  a 
museum  devoted  to  Boston  history,  as  Boston  is  one  of  the 
oldest,  largest,  and  most  culturally  diverse  metropolitan 
centers  in  the  nation.   Certainly  the  story  of  The  Hub  is 
of  sufficient  local,  regional,  and  national  interest,  and 
the  myriad  contributions  of  Boston  to  the  cultural,  social 
and  economic  life  of  the  nation  sufficiently  substantial, 
to  warrant  such  a  facility,  wherein  artworks,  artifacts, 
and  memorabilia  of  an  important  heritage  can  be  exhibited, 
interpreted,  and  enjoyed. 

Just  as  certainly,  the  Kendall  Whaling  Museum  is  potentially 
interested  in  participating  in  the  exhibitions,  programs, 
and  outreach  services  of  such  a  museum,  and,  commensurate 
with  its  own  regional,  national,  and  international  collec- 
tions and  programs,  would  welcome  such  an  institution  into 
the  already  rich  and  diverse  galaxy  of  museums  in  the  Boston 
metropolitan  area. 


StuArt  M. 
Director , 
Prersident 


Frknr,^h.D. 

The  K^dall  Whaling  Museum 
,  Council  of  American  Maritime  Museums 


ember  Institution,  Museums  of  Boston) 


Richard  C.  Wheeler 

D'''^^'°^  27  January  1988 


Custom  House  Tower  Associates 

c/o  James  B.  White 

Palmer  &  Dodge 

One  Beacon  Street  -  23rd  Floor 

Boston,  Massachusetts  02108 

Dear  Mr.  White: 

The  proposed  Custom  House  Museum  of  Boston  has  the  support 
of  USS  Constitution  Museum. 

The  missing  element  of  Boston's  revitalized  Quincy  Market  - 
Faneuil  Hall  area  is  an  education  center.  The  proposed  museum 
would  fill  that  gap. 

Since  so  much  of  Boston's  history  centers  on  the  maritime 
sector  and  since  "Old  Ironsides"  is  the  jewel  in  that  crown,  you 
can  count  on  our  desire  to  become  actively  involved  in  the  plan- 
ning process  of  the  proposed  museum  if  it  becomes  a  reality. 

Sincerely, 


Richard  C.  Wheeler 


RCW/mm 


Box  1812  •  Boston,  M^  02129  •  (617)  426-1812 


Boston  University 

The  Center  for  Democracy 

1101  15th  Street,  N.W^ 

Suite  505 

Washington,  DC.  20005 

202/429-9141 


James  White,  Esquire 

Palmer  &  Dodge 

1  Beacon  Street 

Boston,  Massachusetts   02108 


January  25,  1988 


Dear  Mr.  White, 

On  behalf  o 
Center  for  Democr 
our  Directors  and 
we  write  to  suppo 
described  herein- 
of  the  Boston  Cus 
and  several  other 
met  with  various 
intensive  discuss 


f  the  Board  of  Directors  and  friends  of  the 
acy  of  Boston  University  [we  enclose  a  list  of 
a  pamphlet  on  our  past  and  current  programs], 
rt  strongly--with  the  single  modification 
-your  proposal  for  use  of  the  Rotunda  portion 
toms  House.   We  have  reviewed  your  proposal 
s  called  to  our  attention  and,  as  you  know, 
of  your  colleagues  over  the  past  year  for 
ions. 


It  is  our  belief  that  the  most  appropriate  use  of  the 
space  indicated  would  be  to  develop  a  new  Museum  of  the  City  of 
Boston,  incorporating  into  the  Rotunda  portion  of  this 
structure  a  related  national  and  international  component  to  be 
called  "Democracy  Hall."   One  major  portion  of  the  "Democracy 
Hall"  component  would  portray  the  various  landmarks  of  the 
American  democratic  tradition  within  Boston  and  the  surrounding 
area,  providing  descriptions  of  their  importance  and  directions 
to  the  site  itself.   By  integrating  the  manifold  attractions  of 
Boston  to  resident  and  tourist,  schoolchild  or  senior  citizen 
alike,  such  a  component  of  the  overall  Boston  museum  would 
demonstrate  the  critical  significance  of  the  city  to  the 
evolution  of  American  democracy  from  the  seventeenth  century  to 
the  present. 

The  presentation  materials  we  have  seen  from  your  group 
are  most  impressive.   We  believe  that  the  museum  could  only  be 
enhanced  by  use  of  a  portion  of  its  space  for  exhibits  such  as 
the  above  described  or  by  others  such  as  one  dealing  with  the 
Customs  Service  and  global  trade  in  Boston's  history,  or  one 
offered  by  President  Aquino  of  the  Philippines  for  inclusion  in 
Democracy  Hall  when  she  visited  Boston  at  Mayor  Flynn's 
invitation  in  1986. 


-  2  - 


To  facilitate  creation  of  the  Boston  museum  with  its 
Democracy  Hall  component.  The  Center  for  Democracy  is  prepared 
to  work  with  your  Board  of  Advisors  and  the  Mayor's  office  to 
focus  attention  nationally  and  internationally  on  the 
importance  of  this  enterprise.   We  propose  the  following: 

1.  Coordination  of  efforts  to  raise  funding  from 
national  and  international  foundations  and 
corporations  for  the  entire  project  with  a 
substantial  seven  figure  goal. 

2.  Mobilization  of  support  for  a  congressional 
charter  and  tangible  congressional  support  for  the 
City  and  the  Customs  House's  developers  in  this 
historic  venture. 

Our  view  of  the  best  approach  to  utilizing  this  unique 
building  space  is  a  simple  one:  We  believe  Democracy  Hall  and 
the  Museum  of  the  City  of  Boston  could  interrelate  as 
comfortably  as  a  star  diamond  in  a  grandly- jeweled  setting. 

We  recognize  now  that,  although  the  first  proposals  to 
incorporate  Democracy  Hall  in  the  Customs  House  came  from  City 
Hall  itself  at  a  time  when  the  Center's  Directors  had  been 
seeking  a  Washington  location,  an  even  more  appropriate  use  of 
the  museum  space  would  be  to  integrate  the  national  and 
international  exhibits  of  Democracy  Hall — should  it  be  placed 
in  the  Customs  House--into  the  framework  of  the  proposed  Museum 
of  the  City  of  Boston.   We  are  prepared  to  enter  into  detailed 
commitments  with  both  the  Mayor's  office  and  your  colleagues  to 
help  make  the  entire  project  a  reality.   The  benefits  to  the 
people  of  Boston  will  a  centerpiece  for  visitors,  a  major 
tourist  attraction,  and  a  handsome  home  for  those  business 
people  who  would  occupy  the  building  space  atop  the  Rotunda. 

For  that  reason,  we  would  like  to  continue  discussions 
with  your  colleagues  and  with  the  appropriate  officials  of 
Boston,  should  the  City  select  your  group  to  develop  the 
Customs  House.   Already,  as  we  have  indicated,  the  Center  has 
received  contributions  and  conditional  pledges  amounting  to 
several  hundred  thousand  dollars  earmarked  specifically  for 
development  of  Democracy  Hall,  preferably  in  the  Customs 
House.   We  are  prepared  to  commit  those  funds--and  others 
expected  into  the  millions--to  developing  the  building,  if 
Democracy  Hall  is  incorporated  into  its  plan. 
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We  look  forward  to  hearing  from  you  and,  as  indicated, 
wish  you  the  best  with  your  proposal. 


Sincer 


ours , 


Peter  G.  Kelly 
Chairman  of  the 


Board 


Allen  Weinstein 
President  of  the  Center 


(ohn  Ryan    (  I 

jlirman,  Cervter  Board 
Committee  for  Democracy  Hall 


cc:  Mayor  Raymond  L.  Flynn 
Senator  John  F.  Kerry 
Stanley  Durlacher 
Michael  A.  Gangemi 
Larry  diCara 


John  Larkin  Thompson 

100  Summer  Street,  14  Floor 
Boston,  Massachusetts  02110 


January  28 ,  19i 


Custom  House  Tower  Associates 
c/o  James  B.  White 
Palmer  &  Dodge 
One  Beacon  Street 
Boston,  MA  02108 

Gentlemen : 

As  my  presence  on  your  Museum  Advisory  Board 
indicates,  I  support  the  concept  of  a  Museum  of 
the  City  of  Boston  at  the  Custom  House.  The  building 
itself  is  very  much  a  part  of  the  City  history  and 
will  provide  a  fitting  location  where  Bostonians 
and  others  can  learn  about  their  past  and  look  forward 
to  their  future. 

Very  truly  yours. 


John  Larkin  Thompson 
JLT:dmw 


V 


m 


rus 


Alan  R.  Morse,  Jr. 

Chaimian  of  the  Board 


January  20,  1988 


Custom  House  Tower  Associates 

c/o  James  B.  White 

Palmer  §  Dodge 

One  Beacon  Street  -  23rd  Floor 

Boston,  MA  02108 

Gentlemen: 

We  have  received  your  plan  to  create  an  exciting  new 
Museum  of  the  City  of  Boston  in  the  Custom  House.  We  endorse 
this  proposal  since  it  provides  a  fitting  location  for 
citizens  of  our  City  and  others  to  learn  about  its  history, 
its  peoples  and  its  neighborhoods. 

Sincerely  yours. 


a.^/^. 


ARM:dlc 


United  States  Trust  Company 

40  Court  Street 

Boston.  Massachusetts  02108 

(617)  llb-UQ^ 


The  Gillette  Company 

.  L    r     k  1    II  Prudential  Tower  Building 

Joseph   E.   Mulloney  Boston.  Mossachusetts  02199 

Senior  Vice  President  end  Generol  Counsel  (617)  421-7868 


February  3,  1988 


Custom  ifouse  Tower  Associates 
C/o  James  B.  V?hite,  Esq. 
Palmer  &  Dodge 

One  Beacx)n  Street  -  23rd  Floor 
Boston,  MA  02108 

Dear  Jim: 

As  you  know  I  have  been  involved  personally  on  the  Advisory  Board 
for  a  Museum  of  the  City  of  Boston  in  the  Custom  House.  I  think  the 
concept  of  a  Museum  located  at  the  Custom  House  is  excellent.   I 
have  been  impressed  by  the  people  you  have  been  able  to  enlist  on 
the  Advisory  Board  and  the  ideas  and  plans  they  have  generated. 
This  Museum  will  provide  an  exciting  place  for  Bostonians  and  others 
to  learn  about  their  history  and  neighborhoods. 

Very  truly  yours, 

7 

JEM/11 


The  Berman  Company,  Inc. 


186  Souch  Street 
Boston 
Massachusetts 
02111-2701 


Telephone 
617-338-0783 


4  February  1988 


Mr,  James  B.  White,  Esq. 
Palmer  &  Dodge 
One  Beacon  Street 
Boston,  Massachusetts  02109 

re:  Custom  House  Tower  Associates  Museum  of  The  City  of  Boston  Proposal 

Dear  Mr.  White: 

I  have  recently  become  familiar  with  the  Custom  House  Museum  of  The  City  of 
Boston  proposal.   The  purpose  of  this  letter  is  to  add  my  unqualified 
support  for  this  effort. 

My  family  came  to  Boston  in  the  1870 's.   The  history  of  my  ancestors  closely 
paralells  the  history  of  Boston's  ethnic  groups  movements  within  the  city, 
changing  residential  patterns,  transportation  access  and  industrial  history. 
Part  of  what  makes  Boston  the  vibrant  city  it  continues  to  be  is  the 
continuing  sense  of  place  so  many  of  its  inhabitants  share. 

I  currently  own  a  number  of  buildings  in  the  South  Station  area.   This  is 
the  same  area  where  my  family  toiled  for  many  years  in  the  leather  business. 
On  a  daily  basis  I  interact  with  vaious  city  agencies  and  departments  dealing 
with  issues  of  land  use,  building  density  and  zoning  issues.   Uniquely  in 
this  area  of  the  city  the  streets  and  buildings  I  am  involved  with  are  those 
my  family  has  worked  in  and  around  for  over  100  years.   It  is  this  sense  of 
the  continuing  history  of  Boston  which  I  enjoy,  and  which  I  believe  the 
Museum  of  The  City  of  Boston  will  properly  highlight. 

The  history  of  any  great  city  is  an  intricate  fabric  woven  from  many  individual 
threads  of  human  endeavor.   This  musetmi's  interest  in  displaying  how  the 
threads  of  past  and  present  lives,  goals,  successes,  failures,  technical  and 
transportation  advances,  political  trends,  topographical  features  and  other 
external  forces  is,  in  my  mind,  precisely  what  gives  Boston  the  dynamism  so 
many  large  cities  seem  to  lack. 

Many  of  the  features  of  Boston's  past,  present  and  future,  which  this  Museum 

intends  to  spotlight,  are  ones  studied  elsewhere  in  isolation.   The  appeal  of 

this  proposal  is  that  it  pulls  the  many  threads  together  into  single  presentations. 

Finally,  this  use  of  the  Custom  House  itself  is  one  I  applaud.   For  Bostonians 
by  choice,  and  for  those  who  are  here  by  accident  of  birth,  the  locating  of  this 
museum  downtown  will  not  only  envigorate  this  building,  but  will  also  enhance  the 
museum  itself.   Rather  tann  being  isolated  from  its  subject  matter,  this  museum 
will  help  all  who  are  exposed  to  its  efforts  to  appreciate  and  focus  upon  the 
continuing  history  of  the  City  of  Boston. 

I  am  impressed  and  delighted  with  this  proposal  and  hope  it  will  become  a 
reality  at  the  restored  Custom  House. 

Very  truly  yours , 


5gei 


Roger  L.  Berman 


APPENDIX  C 


PART   II  Huo-Me4 

REDeVlLOPER'S  STATEMENT  OF  QUALIFICATIONS  AND  RNANQAL  RESPONSIBIUTY 

(For  CMlidcflfiol  OHie>«l  Us*  of  Hm  LaCti  Pwklic  A^mct  and  th«  OtMrtrant  ai  Heutiof  and  Urban  0«<f«le»«Mt.   Do  Net 
Tremait  t*  HUO  Unkss  R*^iMst«d  or  ItM  8b  is  Anfw«r«d  "Yts.") 

1.   a.  Ni»«  o{  Red.y«lop«r  Custom  House  Itower  Associates 

b.   Addrvss  oad  ZIP  Codt  of  Radavclop«r:    c/o  Traininell  Crow  Company 

One  Main  St.,    Suite  700,    Cambridge,   MA     02142 
2<    T!i«  l«ad  ofl  wliieb  i,h«  R«d«vtlep«f  proposal  to  antar  iote  a  eootraet  ^or,  or  ondarstaading  witb  raspact  to, 
iba  parehasa  or  laaaa  of  lead  ttom 

P^o-Hr^r.    PqHqwqI  r>pmQr.^-     Zin<-hpT-i  1-y 

iNrnt*  or  Lata  fuMtt  AtmtrJ 

in      nnwnl-nwn    &   ^''^'^''^„^^^,  ^^,^^^,„^^f'^^^^^'^^^^"^  House  District 

ia  tlia  City  of       Boston  ,  Stata  of      Massachusetts  , 

is  dascribad  aa  follows: 

U.S.   Custon  House 
State  Street 


3>    la  tba  Radavaloper  a  aabsidiary  of  or  aifilUud  witb  aay  otfaar  eorperadoa  or  eorporaiioaa  or  aay  otbar  firm 
or  finaa?  Qres        {^hO 

If  Yes,  list  eacb  saeb  corperatioa  or  firn  hy  aaaa  aad  address,  spaeify  its  relatiooabip  to  tba  Redavaioper, 
aad  idaatify  tha  officers  aad  directors  or  trvaises  coBBaoa  to  the  Redavaioper  aad  aacb  other  corporatioa  or 
firm.      Custon  House  Tower  Associates  is  a  joint  venture.      Its  joint 
venturers  are  as  elsewhere  herein  set  forth. 


4.  a.    TKe  naaDcial   cenditioo  of  the  Redevelopcr,  as  of  *  ,  TJ 

ia  as  reDeeted  ia  the  attaebed  fiaaaeial  statemaat. 

(NOTE:    Atucb  to  this  tutasieat  a  certified  fiaaocial  sutemaat  showing  the.  assets  and  the  liabilities, 
iiteluditif  eentuifent  Uabilitits,  fnlly  itemized  ia  accordaace  with  accepted  aceouating  staadards  aad 
baaed  oa  a  proper  sadit.    If  the  date  of  the  certified  fiaaaeial  stateraeat  precedes  the  dau  of  thie  sub- 
tniasioa  by  more  thaa  six  noatha,  also  attach  aa  iaterim  belaaca  sheet  not  more  ihaa  60  day*  old.) 

b.    Name  aad  address  of  auditor  or  ptihlic  acconataat  wbe  performed  the  audit  oa  which  said  fiaaaeial  sute- 
meat  ia  based:      *  No  financial  statements  exist  since  the  joint  venture  has 
been  created  to  pursue  only  this  project.      One  partner,   Trammell  Crow 
Ccmpany,    is  a  private  partnership  with  assets  of  over  $13  billion,    (cont'd  *) 

5.  If  funds  for  tne  development  of  the  lead  are  to  be  obtained  Irom  sources  other  thao  the  Redeveloper'a  own 
funds,  a  siateraent  of  the  Redeveioper's  plen  for  financing  the  acquisition  and  development  of  the  land: 

All  financing  for  this  project  will  be  equity  financing  provided  by  a 
joint  venture  partner.   Please  see  attached  letter  indicating  an  interest 
in  providing  such  financing. 

*(cont'd):  Appropriate  additional  financial  data  will  be  supplied 
upon  request. 


(9-49) 

■.    If  iha  Rtd«v«lop«r  it  t  corporation,  the  officers,  dirtetors  or  tmsues.  uid  each  stocUiolder  owaiag  more 
tlwA  10%  of  aay  daaa  of  stock' 

b.    If  tka  R«dav«lo9«r  is  a  ooaprofit  or  eliaritabl*  institution  or  corporation,  d>a  mciabars  who  conttiiuta  iha 
board  of  tnstaaa  or  board  of  diraetors  or  siailar  govaraiag  body. 

e.    If  tba  Radavalopar  is  a  partaarsbip,  eaeb  partner,  whetber  a  general  or  limited  partner,  and  either  the 
pareaat  of  iaterasi  or  a  description  of  the  eharactar  and  extent  of  intareat. 

d«   If  tba  Redeveloper  is  a  business  association  or  a  joint  venCBra,  each  participant  and  either  the  percent 
of  interest  or  a  description  of  the  eharactar  and  extent  of  inuresu 

e.    If  the  Redeveloper  is  toae  other  entity,  the  offleera.  the  mefflbers  of  the  governing  body,  and  each  person 
having  an  interast  of  more  than  10%.         * 

POiiTioM  r\r\,t  (If  tmrJ  AMO  »tectNT  or  iNTteciT  o« 
wAMa.  *ooe«ii.  Awe  ti>  coot  oaica>#Tio»«  of  ewAe*CTa»  and  ixtint  or  iwtiwist 

*  Participating  joint  ventiirers  presently  are: 
Trainmell  Crow  Conpany 
James  B.  White  Partners. 

Together  these  venturers  hold  a  100%  interest  in  Custon  House  Tower 
Associates.     Each  interest  is  a  joint  venturer  interest  with  no 
special  privileges  not  shared  by  the  other  joint  venturer. 


6.   Name,  address,  and  aature  and  extent  of  interest  of  each  person  or  entity  fnot  namtd  in  reaponst  to  Item  3) 
who  has  a  beneficial  interest  in  any  of  the  shareholders  or  investors  oamed  ia  response  to  Item  5  which 
gives  such  person  or  entity  more  than  a  eompated  10%  interest  in  the  Redeveloper  (for  txamplt,  mart  than 
20%  of  the  iioek  in  a  eorperalion  wkieh  holds  SOT*  of  iht  stock  of  tho  R»d«vtlop«r;    or  mart  than  SO")  of  the 
sleek  in  a  corporation  which  holds  20%  of  the  stock  of  the  Redeveloper): 

wAMt.  Aoeeeii.  ANQ  iir  eeoi  oa»cet>Tion  of  exAWAC'^e*  anq  exTtwr  or  in'^i-gj- 

At  the  present  time  none  of  the  joint  venturers    ha&  more  than  a  10% 
interest  in  the  project. 


7.    Names  (if  not  given  above)  of  officers  and  directors  or  tmstees  of  any  corporauon  or  firm  listed  under 
Item  5  or  Item  6  above: 

For  purposes  of  this  disclosure  statement,  Arthur  DiMartino  has  been 
treated  as  the  responsible  principal  of  the  Trammell  Crow  Company. 
B.  RESIDENTIAL  REDEVELOPME.NT  OR  REHaBIUTATION 

(The  Redeveloper  is  to  furnish  the  following  infonnation,  but  only  if  lend  is  to  be  redeveloped  or  rehabilitated 
in  whole  or  in  part  for  residential  purposes.) 


II  ■  eorporeiioo  is  required  le  file  periodic  reporis  with  iha  rederal  Securities  aad  Cxehaag*  Commissioa  uader  Seetioa   13 
a(  the  Secvitiea  Excheaft  Act  al  1934,  so  staia  uoder  this  Itam  S.     la  such  case,  iha  iafarmaiioa  re(ened  to  ia  this  l'*<n  5 
tad  ia  Items  6  *ad  7  is  oei  required  lo  be  furajsiied. 


1.  Statc-^  R«dtv«Iop«r't  •stiaaus.  txclosiv*  of  paymaat  for  th«  \aai,  for: 

a.  Total  coat  o{  taj  raaidtotial  rsdaveloptntau ) 

b.  Coat  par  dwalllag  oait  of  aay  raaidaadai  r«davtiopRicflt S 

e.  Total  coat  of  asy  raaidaatial  rahaiiilitatioa J 

i.  Coat  p«f  divaliiag  oait  of  any  rasidaatial  raha^ilitatioa S 

2.  a.   Stata  tiia  Radavdopar's  tatiaata  of  tiia  averaga  ooatiily  rtotal  fif  to  i«  rtnitd)  or  avcraga  sal*  priea 

(if  to  ht  sold)  for  aach  typa  aad  aize  of  dwailiag  oait  iavolvad  ia  sac^  radovalopoaflt  or  raha^iiiutioa: 

UriMATtS  AVCMAOI  IJTIMATTO   AVIKAOI 

TT»«  AMO  fizi  o'  o^auuNO  UNIT  MOMTMur  wawTAi.  lALa  —tea 

i X 


b.   Stata  \h*  atiiitiaa  and  parkiag  faeilitiaa,  i  f  aay,  iacladad  ia  tba  foragoiag  aatiinataa  of  raatala: 


c    Stata  a^ipmaau  aaeb  aa  rafrigerators,  waabiag  macbiaea,  air  coaditioaars,  if  any,  iaelndad  ia  tba  for» 
going  eatifflataa  of  salaa  prieaa: 

COlTinCATION 


I  (We)l       Arthur  DiMartino  and  James  B.   White 


certify  that  this  Redeveloper's  Suceaent  (or  Public  Diadoaure  is  tne  and  correct  to  the  beat  of  my  (oar)  knowlea 
«ad  belief.- 

Dated:        February  5,    1988 D.t,d:       FPhru;.rv   S.    T 


JI2:/  S?"V*<^ J^s^.^  ^  ijjlvxV 


Arthur  niMflr1-1nn..,^flrtnpr jampc;  r.  whii-p.  p^t;:^j^p^ 

c/o  Trammell  Crow  Conpany  c/o  Palmer  &  Dodge 

Ono    M^-ir.     g^  Q.H^^    inn        P^nnK^-i  ^g^        Ma  m^    Tto^r-on     .c;i-  Roc^-hry^     MS 07108 

Aadrtt*  ajia  ZIP  Con  0714?  /<^^««i  and  ZJP  Cai* 

^  If  iht  Ard«*«lsper  is  aa  individual,  ihis  suiemeat  sheold  be  signed  by  sucb  iadividuaU  if  a  partaefship.  by  oae  of  :he  part- 
aers:  if  a  eorporatioa  or  other  eatitv,  by  oae  of  its  chief  officers  haviag  kaowledte  of  the  fact*  reqgired  by  this  statement. 

2  Peaaliv  for  Talse  Ceftifieatiea:  Seciioa  1001.  Title  18.  of  the  U.S.  Code,  provides  a  fiae  of  aoi  more  thaa  $10,000  or  imons 
aicat  of  aoi  more  LBaa  live  years,  or  both,  (or  kaowuifly  aad  willfully  maiiiaf  or  asiaf  aay  false  writiac  or  doctunest.  Ilbowis 
the  same  to  eoataia  any  false,  fictitioa*  or  fraudaleat  statement  or  eairy  la  a  matter  uitluB  the  ;uriadietioa  of  any  Depvtr-esi 
of  the  Uaite^  Sutes. 


f 
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DISCLOSURE  STATEMENT  CONCERNING  BENEFICIAL  INTEREST 
REQUIRED  BY  SECTION  40 J  OF  CHAPTER  7  OF  THE  GENERAL  LAWS 

(1)  Location:   

(2)  Grantor  or  Lessor:   •    

(3)  Grantee  or  Lessee: 


(4)   I  hereby  state,  vmder  the  penalties  of  perjury,  that  the 
true  names  and  addresses  of  all  persons  who  have  or  will 
have  a  direct  or  indirect  beneficial  interest  in  the  above 
listed  property  are  listed  below  in  compliance  with  the 
provisions  of  Section  40 J  of  Chapter  7  of  the  General  Laws 
(see  attached  Statute) . 

NAME  AND  RESIDENCE  OF  ALL  PERSONS  WITH  SAID  BENEFICIAL  INTEREST; 

Ultimate  beneficial  interests  in  Custom  House  Tower  Associates  are 

not  known.  This  form  will  be  timely  completed  and  executed  on  behalf 

of  the  redeveloper. 


(5)   The  undersigned  also  acknowledges  and  states  that  none  of 
the  above  listed  individuals  is  an  official  elected  to 
public  office  in  the  Commonwealth  of  Massachusetts,  nor  is 
an  employee  of  the  State  Department  of  Capitol  Planning  and 
Operations . 

SIGNED  under  the  penalties  of  perjury. 

Signed:  

Date: 


APPENDIX  D 


PART  I  Muo^flOi 

REDEYELOPER'S  STATEMENT  FOR  PUBUC  DISCLOSURE  ' 
A.  REDEVIXOPER  AND  LAND 

1.  ...  NMit  of  Re<J«y»loH€r:      Custom  Housg  ^to'/er  Associ^.tes 

b.   AddTM.  cud  ZIP  Cod.  of  H,dav.lop«T     ^/^  Trainme|l  Crow  Company 

IOC  M     L       /  o  J      I  ^^  ^^^^  Street     Suite  700 

^         TBA  Canibridge,   MA     02142 

2.  "Hit  land  on  which  the  Radtveioptr  propoaaa  to  eotar  iato  a  contract  for.  or  undarstanding  with  raapect 
tha  pnrchasa  or  laaaa  of  laad  (ram 

EQston  Redevelopment  Authority 

(fiama.of  Loeai  PttbUe  AftneyJ 

in         Dnwntnwn   W;:^t^T-f ront-    Tli-l-^n   Rp^np^wal    ArP^ /Ciisl-nm   House   District 
(Noma  of  Urban  Rtntwai  or  Rtdevtiaptunt  Projtet  Am/ 


ia  tha  City  of     TV-istnn ,  Suta  of     :"!a."sanhusetts 

is  describad  as  follows  ^ 

U.S.    Custom    House 
State  Street 


3.    If  the  Redevtiopar  i*  not  ao  individual  doing  busiaeas  under  his  owo  name,  the  Redeveloper  has  the  stati/S 
icdicated  below  and  is  orgsaixed  or  operating  under  the  lawa  of    Mas sacnusett s 

rn   A  corporation. 

r~l    A  nonprofit  or  charitable  institution  or  corporation. 

rn   A  partnership  known  as 

Q  A  business  association  or  a  joint  venture  known  as  Custom  House  Tower  Associates 

rn   A  Federal.  State,  or  local  government  or  inatrnmentaiiiy  thereof. 

rn  Other  ftzplain) 

4.  If  the  Redeveloper  is  not  an  individual  or  a  government  agency  or  instrumentality,  give  dale  of  organizatiers 

February  12,    1986 

5.  Names,  addresses,  title  oT  position  (if  any),  a/id  natire  and  extent  of  the  interest  of  the  officers  and  principal  member) 

sharehoids's.  and  investors  of  the  Redeveloper,  other  t)u»n  a  government  agency  or  inserumeotality,  are  set  forth  as 
foUowa:      Trammell  Crow  CompanyArthur  DiMartino,   General  Partner 
James  B.   White  Farmers;   James  B.   White,   General  Partner 


Ml  spicf  on  this  (orm  is  inadtquate  for  toy  rtqupiied  iaformaiion,  it  should  b«  furnished  oo  la  atuehed  pace  »hich  is  r;f«r 

to  usdef  ihr  appropriate  numbered  item  oa  the  form. 
2  An*  convenieol  meana  o(  ideoiifyinf  the  laad  (such  as  blocic  aad  lot  numbers  or  «ireet  bounoaries)  is  sufficient.    A  descr:: 

tion  by  metes  sad  bounds  or  other  teehoical  deacripiion  is  aeeaptable,  bai  not  required. 


HUD-iOOi 

6.    Sonrcts  ti  UBOiiot  of  cash  tvuUbl*  to  Raiitvilop«r  tomttt  tqvity  requirtracnts  of  th«  propot«d  uaderukinp 
All   financing Tequired  will  be  provided  by  a  Joint  Venture  Partner. 
•*  ^  oaakMz  pigase  see  attached  letter  indicating  an  interest  in  providing  such 
MAMK.  AoeiigM.  AMO  11^  coet  or  iawk        financing  a>«oomt 


h.    By  loaas  (rem  affilUud  or  tasoci«u<l  eorporatioas  or  firma: 
WM«.  Aoowti*.  AwQ  ii»  eooa  or  louwgi 


e.    By  salo  of  readily  salabla  aaaats: 

oaiem^TioH  MAwmr  valuk  MowTOAJti  ow  liin« 


Naaas  tai  aii^tsaaa  o(  baak  referancea: 

Shawmut  National  Bank,  Anthony  Valence 

First  National  Bank  of  Boston,  Edwin  B.  Morris,  III 

aTHaa  CAa  naaavalopsr  ae'fifanyj^t  paraat  corperaiioa,  or  aay  wbatdiary  or  affUiaUd  eorporatioa  of  the 
Rtdavalopar  or  aaid  parent  corporatioo,  or  any  of  ti>a  Redeveloper's  officers  or  principal  mambera,  share< 
boldara  or  iavaacora,  or  other  interested  partiaa    (aa  liaud  in  the  responsea  »  Itema  5.6.  end  7  of  the 
Rtdrutlaptr' t  Stat*m*nl  for  Public  Duelotart  and  refeired  u>  herein  ea  "priacipala  of  the  Redeveloper") 
keea  adjudged  baaicropt,  either  volnntary  or  involuatary,  within  the  past  10  yeara?       Qtes        PI^mo 


If  Yes,  give  date,  place,  aad  uader  what  aaffle. 


b.    Has  the  Radeveioper  or  anyone  referred  to  above  es  "principals  of  the  Redeveloper"  been  indicted  for 
or  convicted  of  uy  felony  within  the  peat  10  years?  D'^SS        HTInO 

If  Yea,  give  for  each  caae  (1)  date,  (2)  charge,  (3)  place,  (4)  Conrt.  mi  (5)  action  taken.    Attach  any 
explaaatioa  deemed  oeceseary. 


Undertakings,  comperable  to  the  proposed  redevelopment  work,  which  have  been  completed  by  the 
Redeveloper  or  any  of  the  principals  of  the  Redeveloper,    including  identification  and  brief  description  of 
each  project  and  date  of  completion: 

The  Boston  Design  Center  was  rehabilitated  by  the  Dallas  Market  Center 
Company,  an  affiliate  of  the  Trammell  Crow  Company.   The  Project  Manager 
of  the  redevelopment  work  on  the  Custom  House  served  in  the  same  role  on 
the  Boston  Design  Center  and  on  the  redevelopment  of  CCranonwealth  Pier 
for  Fidelity  Management  &  Research  Corp. 

Beyer  Blinder  Belle,  members  of  our  architectural  team,  were  the  lead 
architects  for  the  renovation  of  Ellis  Island  in  New  York  Harbor. 


HU0-M04 

b.    If  th«.ft#<l«v«loptr  or  uy  of  ihr  prtncipaU  of  tiit  Redtyelop«r  has  ever  b«efl  an  efflployt*.  io  a  supervisor 
etpacity,  for  cooatraetion  contractor  or  builder  oo  luderukia^  eofflparabie  to  ibe  proposed  r<dtv«lopmeac 
work,  name  of  sneii  employ**',  nan*  and  addrcsa  of  enployer,  titi*  of  poaitioa,  aad  bri«f  dcscriptioo  of 

Neither  the  Redeveloper  nor  any  principal  of  it  has  been  so 
employed.  A  manber  of  the  Redeveloper''^  team,  Stanley  Durlacher, 
has  been  enployed  as  project  manager  on 4rehabi li tat ion  of  Commonwealth 
Pier  and  Boston  Design  Center,  both  in  Boston, ^\jt he 

10.  Otli*r  federaiJy  aided  urban  renewal  projaeta  aader  Till*  I  of  tli*  Hooaiag  Act  of  1949,  aa  am*ad*d.  ia  wbicb 
tb*  Red*v«iop«r  or  any  of  tb*  priaeipala  of  tb*  R*d*v*lop*r  ia  or  baa  b**a  tb*  red*velop«f,  or  a  stockbolder. 
offlev.  director  or  traat**.  or  partaar  of  socb  a  r«d«v*iop«r: 

11.  If  tb*  Red*velop«r  or  a  pareat  eorporatioo.  a  sobaidiary.  aa  affiliate,  or  a  principal  of  tb*  Redeveloper  ia  to 
participate  ia  the  developmaat  oi  tb*  laad  aa  a  eoastractioa  coatraetor  or  baiidan 

No  construction  contractor  has  yet  been  selected. 
a.  Maoia  aad  addrasa  of  sach  coatraetor  or  Milder 


b.  Haa  sacb  coatraetor  or  buildar  witbia  tb*  laat  10  years  evar  failad  to  qoaiify  as  a  reaponatbla  bidder, 
refused  to  cntar  iato  a  eoairsct  after  aa  award  bas  b*«a  mad«,  or  failed  to  eooiplat*  a  eoaatmctioa  or 
d*velopiB*at  contract?  Q'^M        Qno 

If  Yes,  explaia: 

c.  Total  Affloont  of  eoastractioa  or  developraeat  work  perfonnad  by  sueb  coatraetor  or  boildar  dariag  tb*  last 
tbre*  years:    1 


C«a*ral  d*scriptieB  of  sach  work: 


d.    Constraction  contraets  or  developments  now  being  psrfonned  by  sncb  contractor  or  builder: 

lOtNTiriCATlOW  0»  OATt    TO    SC 

eOMTWACT  o«  Of vtLO"«*e»»T  locatiom  amount  eoM»<.iTio 


HUD-i004 

«.   Oouuadiaf  eoaatnetioo*«oatr«et  bid*  o{  Mofa  eoatraetor  or  lraiid«r;  (*h9) 


12.  Brief  sUtHMot  r«sp««anf  aqnipfflMC  t:^*^*!!^,  fiaaaei«l  eipaeit^i  tad  otbar  rtsoorets  avaiiablt  u 
•aek  eoatiacvr  or  baiidar  for  tbt  parfonaaaea  of  tbo  work  tavelvad  ia  dia  radavalopmaat  of  tha  laad. 
spaeif^iaf  partieolarlf  tba  qaaliHeatioaa  of  tha  paraoaaal,  tbaaarara  of  tba  aqoipoiaat,  ud  the  geaarsl 
azpariaaea  of  tha  eoatraetor: 

N/A 

13.  a.    Decs  aay  oambarof  tha  gwaraiaf  body  of  tha  Local  Pablie  Afaaey  to  which  tha  aceompoaxiaf  bid  or 

pro^eoal  ia  baiag  mada  or  uiy  officer  or  afflploycc  of  tha  Local  PaUie  Afeacy  who  ezerciaaa  aay 
faaetioaa  or  reapeaaihilitiaa  ia  coaaactioa  with  tha  carrTiag  oat  of  tha  project  aadar  which  the  land 
eevared  hf  the  Redevdoper's  propeaal  ie  beiag  made  avaiUbla,  have  tay  direct  or  iadirect  persoaal 
iatareat  ia  the  Redaveloper  or  ia  the  redevelopaieat  or  rehahilitatioa  of  the  property  npea  the  basia  of 
each  propoaai?  Qrfs       Qmo 

If  Yea,  espUia. 

b.   Doea  aoy  maahor  of  the  goveraiag  body  of  the  locality  ia  which  the  Urbaa  Reaewal  Area  ia  ainated  or 
any  other  p«blie  ofnciai  of  the  locality,  who  ezerciaaa  aay  faaetioaa  or  reapoaaibilitiea  ia  the  revirw  or 
appro^  of  the  eaxryiag  oat  of  the  project  aader  which  the  lead  covered  by  the  Redaveloper'a  prepoeal 
ia  beiag  oada  available,  have  aay  direct  or  iadirect  peraoaal  intaraat  ia  the  Redeveloper  or  ia  the 
redevelopmeat  or  rehahilitatioa  of  the  property  opoa  the  baaia  of  each  propeaal?    Qru      QnO 

If  Ye 


14.    Stataaieata  aad  other  evideace  of  the  Redeveioper'a  qvalifieatiooa  and  fiaaacial  respoaaibility  (olkar  than 
tha  futaneiai  statmtnt  rtftrrtd  to  in  lum  4a)  are  attached  hereto  aad  hereby  made  a  part  hereof  aa  follows: 

See  full  submission  materials  sutmitted  by  Custcxn  House  Tower  Associates, of 
v^ich  this  disclosure  statement_ia_Aj^fijV| 

I  (We)  1       Arthur  DiMartino James  B.   White 

certify  that  this  Redaveloper'a  Stauaeat  of  Qualificationa  aa-J  Fioancjai  Respooaibility  and  che  actaebad  evideace 
of  the  Redeveloper' s  qnaiificatioaa  aad  fiaaacial  respooaibility,  iacluding  fiaancial  statements,  are  tme  and  correct 
to  the  best  of  my  (ovr)  kaowledge  aad  belief. ^ 

TiMtmA:       FPhruarv  5.    1988 Dated:  February  5,    1988 

A^^hin-  n-iM;.T-^inn/P^T-i-npr- James  B.   White /Partner 

TiUt  TiUt 

c/o   Trammell  Crow  Company  c/o  Palmer  &  Dodge 

Onp  Main  St..  Suite  700.  Cambridge.  MA   One  Beacon  Street,  Boston,  MA  02108 

AidntM  mtd  ZIP  Cad*  021  42  '^dd/tts  «n4  ZJP  Cod* 

^    If  ill*  Redcvaioear  ii  >  corperaiiea.  tiiis  itaiemeat  aheuld  be  sigaed  by  ihe  Presideat  lad  Secretary  of  :he  eorporaiioo;  if  aa 
iadividsal,  by  soeh  iadivtdaal;    i(  a  partaership,  by  one  of  the  partners;    if  ao  eatlty  aoi  havis;  a  presideat  aad  secretary,  3v 
oa«  af  iu  chief  offieera  KaTtag  kaewltdfe  of  the  fiaaacial  status  aad  qualifieaiioas  of  the  Redeveloper.. 

*    Peaaltv  for  False  Certificatiea;    Seetioa   1001,  Title  18,  of  the  U.S.  Code,  provides  a  fine  of  aoi  more  thaa  110, COO  or  imprison- 
meet  of  ooi  mora  thaa  five  years,  or  both,  for  liaowiafly  and  willfully  makiaa  or  usuic  aay  false  writiaf  or  document,  knowiac 
the  saai*  to  eeeuia  aay  falae.  fictiiioas  or  fraoduleai  staiesiesi  or  eatrv  la  a  matter  withia  the  jurisdictioa  of  aay  Department 

•>  U.J.  oovnwuoT  pnerrwcornct    nn   o^^si  •- 
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INTRODUCTION 

This  report  describes  existing  traf fie  -  related  conditions  in 
the  project  study  area,  estimates  the  impact  of  the  development 
in  terms  of  vehicle,  transit  and  pedestrian  trips  to  the  site, 
and  provides  an  analysis  of  the  study  area  under  existing  and 
future  (1990)  conditions.   As  a  benchmark,  it  provides  an 
analysis  of  conditions  in  the  forecast  year  without  the  Custom 
House  redevelopment  but  with  other  projects  currently  under 
construction  or  approved  for  development. 

SUMMARY  OF  FINDINGS 

The  analysis  contained  herein  suggests  that  the  Custom  House 
redevelopment  will  have  no  significant  adverse  impact  on  the 
area's  transportation- related  infrastructure.   The  project  will 
generate  about  41  and  47  additional  trips  on  area  roadways  in 
both  the  morning  and  evening  peak  hours,  respectively.   This 
additional  traffic  will  change  the  level  of  service  at  only  two 
study  area  locations  in  the  PM  peak  hour  (none  during  the  AM 
peak),  and  these  change  only  marginally.   These  impacts  result 
from  comparison  of  the  project  with  existing  conditions.   If 
compared  to  conditions  in  effect  during  use  of  the  Custom  House 
by  the  Federal  Government  through  early  1987,  the  impacts  are 
negl igible . 

The  proposed  development  is  conveniently  located  near  all 
rapid  transit  lines  and  commuter  rail  lines,  and  numerous  express 
bus  routes.   The  project  is  expected  to  generate  274  new  transit 
trips  daily.   Approximately  27  new  trips  are  projected  for  the 
morning  peak  hour,  and  42  new  trips  are  projected  for  the  evening 
peak  hour.   When  distributed  to  the  various  rapid  transit  lines, 
these  new  peak-hour  transit  trips  will  contribute  less  than  one - 
tenth  of  one  percent  of  ridership  at  peak  load  points  on  the 
system. 


2050/188/wpr-FT5 


when  complete,  the  Custom  House  project  will  provide  no  on- 
site  parking  facilities.   The  redevelopment,  if  approved  as 
envisioned  by  Custom  House  Tower  Associates  (CHTA)  in  the  Urban 
Design  section  of  the  BRA  redevelopment  proposal,  will  result  in 
the  elimination  of  18  metered  spaces  on  India  Street  and  McKinley 
Square.   The  developer  believes  that  the  area  surrounding  the 
base  of  this  historic  structure  is  not  an  appropriate  place  for 
parking.   Analysis  indicates  that  the  long-term  (all  day) 
commuter  parking  demand  associated  with  the  project  will  be 
66  spaces.   Short-term,  non-employee  demand  is  expected  to  be 
25  spaces. 

Finally,  the  report  includes  a  proposed  Mitigation  Program 
which  identifies  actions  to  reduce  even  the  small  impact  of  the 
proposed  development.   Included  in  the  program  are  commitments  by 
CHTA  to  take  steps  to  reduce  and  better  manage  vehicular  trip 
generation  to  the  site  and  to  design  access  to  the  building  in 
order  to  minimize  impacts  on  adjacent  streets.   Trip  reduction 
efforts  include  measures  to  promote  ridesharing  and  transit  use, 
to  encourage  alternative  work  schedules,  to  restrict  truck 
deliveries  to  non-peak  hours,  and  to  provide  administrative 
support  for  trip  reduction/management  efforts. 

THE  CUSTOM  HOUSE  REDEVELOPMENT  PROJECT 

The  proposed  development  will  consist  of  89,000  square  feet 
of  office  development  and  15,000  square  feet  of  museum  space. 
Pedestrian  plazas  at  the  base  of  the  building  are  also  planned  on 
India  Street  and  McKinley  Square  between  State  and  Central 
Streets.   Table  1  summarizes  the  proposed  redevelopment  program. 
The  Custom  House  site  encompasses  the  entire  block  bounded  by 
State  Street,  India  Street,  McKinley  Square,  and  Central  Street. 
Under  its  former  use,  the  Custom  House  contained  about  75,000 
square  feet  of  government  office  space. 
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TABLE  1 
PROPOSED  REDEVELOPMENT  PROGRAM 

Size 
Use (square  feet) 

Office  89,000 

Museum  15, OOP 

Total  104,000 


STUDY  AREA 

The  study  area  defined  for  this  project  includes  13  inter- 
sections within  a  perimeter  bounded  by  the  Surface  Road  to  the 
east,  State  Street  on  the  north,  and  Broad  Street  on  the  west  and 
south.   The  study  area  is  illustrated  in  Figure  1. 

Public  transportation  in  the  area  of  the  project  is  well 
developed  and  utilized.   The  MBTA's  four  rapid  transit  lines  may 
be  directly  accessed  from  five  stations  within  2,500  feet  of  the 
site,  the  closest  being  the  Aquarium  (Blue  Line)  and  the  State 
Street  (Orange  and  Blue  Lines)  stations.   Commuter  rail  service 
from  South  Station,  commuter  boats,  and  express  buses  to  the 
north,  south  and  west  are  all  accessible  within  one-half  mile  of 
the  site. 

STUDY  METHODOLOGY 

The  transportation  study  was  conducted  in  three  distinct 
phases.   Phase  I  involved  inventorying  the  existing  conditions 
and  travel  demand  characteristics  in  the  area.   The  inventory 
included  researching  previous  transportation  reports  as  well  as 
conducting  new  observations  of  the  area  travel  demands.   Obser- 
vations of  traffic  volumes  were  conducted  during  the  morning  and 
evening  peak  periods  at  key  intersections  serving  the  site.   In 
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addition,  transit  line  performance  and  ridership  data  were 
researched  from  MBTA  files. 

Phase  II  of  the  study  built  upon  the  data  base  in  Phase  I  and 
established  the  framework  for  evaluating  the  transportation 
impacts  of  the  proposed  project.   In  this  phase,  travel  demand 
forecasts  for  the  project  were  assessed  along  with  forecasted 
demands  created  by  other  future  area  developments.   An  analysis 
year  of  1990  was  established  based  on  projected  full  occupancy  of 
the  proposed  development. 

Phase  III,  the  final  study  phase,  included  evaluation  of  the 
impacts  of  the  project  on  the  transportation  and  pedestrian 
system  and  identification  of  measures  to  mitigate  any  adverse 
impacts.   Included  within  this  effort  was  the  development  of  a 
Transportation  Mitigation  and  Monitoring  Program  for  the  proposed 
redevelopment . 
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EXISTING  CONDITIONS 

ROADWAY  NETWORK 

In  addition  to  State  Street,  roadways  in  the  area  which  will 
provide  access  to  the  immediate  site  include  India  Street, 
McKinley  Square,  and  Central  Street.   Access  to  and  from  the 
regional  highway  system  is  provided  by  the  Surface  Artery  and 
State  Street.   Figure  2  illustrates  the  roadway  circulation 
pattern  now  existing  in  the  area.   The  following  provides  a  brief 
summary  of  roadway  characteristics: 

•  Surface  Artery  -  a  major  north/south  artery  east  of  the 
site  running  under  the  elevated  Central  Artery.   It  is  a 
divided  roadway  providing  two  travel  lanes  and  one 
parking  lane  in  each  direction. 

•  State  Street  -  a  major  connector  between  the  Surface 
Artery  and  the  northern  Central  Business  District  (CBD)/ 
southern  Government  Center  area.   This  32-foot  roadway 
(average  width)  is  one-way  westbound. 

•  India  Street  -  a  one-way  street  from  State  Street  at  the 
redevelopment  site  to  the  Surface  Artery. 

•  Broad  Street  -  a  low-volume  roadway  which  serves  a  series 
of  retail,  restaurant  and  office  uses  with  some 
warehousing  between  the  Surface  Artery  and  State  Street. 
The  roadway,  which  is  generally  about  50  feet  in  width, 
carries  one  moving  lane  in  each  direction  with  parking 
permitted  on  both  sites.   Traffic  on  this  roadway  has  the 
right-of-way  at  all  intersecting  side  streets  except  at 
State  Street  (uncontrolled)  and  at  the  Surface  Artery 
(traffic  signal  control). 
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•  Milk  Street  -  the  only  major  connector  through  the  area 
which  is  one-way  eastbound.   It  connects  Washington 
Street  in  the  northern  CBD  area  to  the  Surface  Artery. 

In  the  vicinity  of  the  site,  it  provides  one  travel  lane. 

•  Franklin  Street  -  a  low-volume  narrow  street  which 
provides  a  one-way  eastbound  connection  from  Broad  Street 
to  India  Street.   West  of  Broad  Street,  it  is  one-way 
westbound  and  provides  a  major  connector  through  the 
Financial  District  to  Downtown  Crossing. 

•  Central  Street  -  a  low-volume  local  street  which  provides 
one-way  westbound  travel  between  Surface  Artery  and 
McKinley  Square,  two-way  travel  between  McKinley  Square 
and  India  Street  (adjacent  to  the  site),  and  one-way 
eastbound  travel  between  India  and  Broad  Streets. 
Parking  on  both  sides  is  permitted  on  the  one-way 
sections  of  Central  Street. 

•  McKinley  Square  -  a  low-volume,  two-way  local  street 
adjacent  to  the  site  which  serves  as  a  connector  between 
State  Street  and  Central  Street.   Some  parking  serving 
local  uses  is  permitted. 

TRAFFIC  VOLUMES 

Estimates  of  existing  peak  hour  volumes  are  shown  in 
Figures  3  and  4.   These  volumes  were  obtained  from  a  variety  of 
sources,  including  mid-week  counts  taken  in  December  1987  and 
January  1988  and  base  network  volumes  taken  from  the  Milk  and 
Broad  Street  Development  Traffic  Impact  Study  and  Access  Plan 
(Vanasse  Hangen  Brustlin,  Inc.,  May  1986).   Table  2  shows  average 
daily  traffic  for  several  study  area  streets.   These  volumes  are 
taken  from  24-hour  mechanical  counts  conducted  in  April  1986  and 
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confirmed  by  additional  mechanical  counts  conducted  in  December 
1987. 

The  highest  volume  roadway  is  the  Surface  Artery,  with  23,200 
trips  daily.   The  next  highest  roadway  is  State  Street,  with 
10,000  trips  daily.   The  roadways  adjacent  to  the  site  carry 
moderate  to  low  volumes.   Peak  hour  percentages  vary  from  almost 
six  percent  in  the  evening  on  State  Street  to  almost  12  percent 
on  Milk  Street  in  the  evening.   It  should  be  noted  that  traffic 
conditions  are  extremely  variable  on  the  Surface  Artery  and,  as  a 
result,  a  one-day  count  on  that  roadway  may  not  provide  volumes 
representative  of  a  typical  day,  especially  in  the  peak  hour. 

PARKING 

The  major  garage  facilities  within  the  project  area  include 
Post  Office  Square  (950  spaces).  Government  Center  (1,865 
spaces).  Harbor  Towers  (1,400  spaces).  One  Post  Office  Square 
(400  spaces).  International  Place  (425  spaces),  Rowes  Wharf  (280 
spaces),  and  the  Quincy  Market  Garage  (595  spaces).   Parking 
demand  within  the  area  is  currently  at  or  near  capacity  at  the 
major  facilities. 

Parking  around  the  Custom  House  site  presently  consists  of  12 
metered  spaces  and  12  marked  spaces  designated  for  Custom  House 
use  only,  on  McKinley  Square,  plus  ten  unmarked  spaces  (also 
designated  for  Custom  House  use)  and  six  metered  spaces  on  India 
Street.   On  India  Street,  up  to  30  cars  have  been  observed 
parking  in  the  large  area  of  open,  unmarked  pavement  found  here. 
No  stopping  anytime  is  allowed  on  State  and  Central  Streets 
adjacent  to  the  site  with  the  exception  of  a  commercial  vehicle 
zone  off  the  State  Street  side  of  the  building. 
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PUBLIC  TRANSPORTATION  SYSTEM 

The  proposed  project  is  well  served  by  public  transportation. 
Figure  5  illustrates  the  major  components  of  the  system  in  the 
vicinity  of  the  project  and  their  distances  from  the  site. 
Because  of  the  proximity  of  the  site  to  the  rapid  transit  system, 
a  significant  emphasis  has  been  placed  on  system  capacity  and 
r idership . 

Rapid  Transit 

Direct  access  to  all  four  rapid  transit  lines  is  available 
within  walking  distance  of  the  site.   The  nearest  station  is 
Aquarium  just  two  blocks  to  the  east.   It  provides  access  to  the 
Blue  Line,  which  runs  northeast  through  East  Boston  and  Revere. 
The  Orange  Line,  which  runs  north  through  Charlestown  to  the 
northern  suburbs  and  south  through  the  South  End  and  Roxbury  to 
Jamaica  Plain,  can  be  accessed  at  State  Station,  located 
approximately  1,000  feet  northwest  of  the  site.   The  Green  Line, 
which  travels  north  to  East  Cambridge  and  west  to  Allston- 
Brighton,  Brookline  and  Newton,  can  be  accessed  at  the  Government 
Center  Station,  just  over  1,500  feet  from  the  site.   The  Red 
Line,  which  runs  northwest  to  Cambridge  and  south  to  Dorchester 
and  Braintree,  serves  South  Station,  whose  nearest  entrance  is  at 
Dewey  Square,  approximately  2,500  feet  from  the  site. 

Table  3  shows  the  service  frequency  and  capacity  of  each 
rapid  transit  line.   Line  capacity  is  based  on  car  capacity 
figures  used  by  the  MBTA  for  service  planning.   While  individual 
cars  can  physically  accommodate  more  passengers  than  the  planning 
numbers,  loading  greater  than  the  planning  capacity  may  cause 
excessive  delays  at  stations  and  disrupt  the  reliability  of 
service.   Table  4  compares  capacity  with  existing  PM  peak  hour 
outbound  ridership  at  each  line's  peak  load  point  (the  location 
with  highest  ridership).   Overall,  the  rapid  transit  system  can 
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comfortably  carry  64,470  riders  out  of  Downtown  Boston  in  the  PM 
peak  hour.   Actual  ridership  is  at  or  below  planning  capacity  on 
all  lines  except  on  the  Green  Line/  West,  where  the  ridership 
between  Arlington  and  Copley  Stations  exceeds  planning  capacity. 


TABLE  3 

EXISTING  RAPID  TRANSIT  LINE  CAPACITY 

PEAK  HOUR  PEAK  DIRECTION 

Average   Average    Average   Planning    Planning 
Cars/    Headway*   No.  of    Capacity    Capacity 
Line/Segment Train (minutes)  Trains    of  Car**    of  Line 

Red  Line/North         4  4       15        180      10,800*** 

Ashmont - Alewi  f e 

Braintree-Alewife 

Red  Line/South         4        3.75       16        180      11,520 
Alewi  fe -Ashmont 
Alewi fe-Braintree 
Park -Quincy 

Green  Line/West       i.e****    1.67       36        130       7,500 

Boston  College 

Cleveland  Circle 

Riverside 

Huntington  Ave. 

Green  Line/North      1.33****      4       15        130       2,600 
Lechmere  Service 

Orange  Line/         5  4       15        155      11,625 

North-South 
Oak  Grove- 
Forest  Hills 

Blue  Line  4  3       20        110       8,800 

Bowdo in -Wonder  land 

*   Red  and  Green  Line  headways  are  based  on  observed  system 

performance  in  Fall  1986.   Orange  and  Blue  Line  headways  are 
based  on  Fall  1987  schedules  obtained  from  the  MBTA. 
**   The  MBTA  uses  these  capacity  estimates  for  planning  purposes. 
Heavier  loads  can  be  carried  and  are  often  observed  on  the 
system. 
***   Capacity  is  slightly  lower  than  Red  Line/South  because  the 
Quincy-Park  run  is  not  included. 
****   Represents  one-car  trains  on  the  Huntington  Avenue  Line  and  a 
mix  of  one  and  two-car  trains  on  all  other  lines. 


2050/188/wpr-FT5 


TABLE  4 

EXISTING  RAPID  TRANSIT  CAPACITY  AND  RIDERSHIP 

PM  PEAK  HOUR  OUTBOUND 


Line 


Planning 
Capacity 
of  Line* 


Ridership 
at  Peak 
Load  Point** 


Ridership 
as  Percent 
of  Capacity 


Red  Line/North 
Red  Line/South 
Green  Line/West 
Green  Line/North 
Orange  Line/North 
Orange  Line/South 
Blue  Line/North 


10,800 

11,520 

7,500 

2,600 

11,625 

11,625 

8,800 


7,140 
11,190 
10,000 

1,100 
10,270 

7,080 

6,120 


66% 
97% 
13  3% 
42% 
88% 
61% 
70% 


*   See  preceding  table. 
**   Red  Line  and  Green  Line/West  ridership  figures  are  taken  from 
independent  observations  in  Fall  1986;  other  ridership  data  are 
from  the  most  recent  peak  load  counts  done  by  the  MBTA  (1984). 


Bus  Service 

The  area  is  well  served  by  commuter  bus,  with  MBTA  express 
service  provided  to  the  Financial  District  (along  Federal  Street) 
from  the  west.   Private  commuter  bus  service  is  provided  at  South 
Station.   MBTA  express  bus  service  to  the  north  is  provided  at 
the  Haymarket  station  which  can  be  reached  via  the  Orange  Line  or 
by  a  10  to  15-minute  walk  from  the  site.   These  commuter  bus 
lines  are  well  used  and  it  is  the  MBTA's  policy  to  encourage 
continued  use  by  minimizing  standees.   Consequently,  the  MBTA 
will  add  buses  as  demand  warrants. 

Commuter  Rail 


Commuter  rail  service  to  the  south  and  west  is  provided 
approximately  2,500  feet  of  the  site  at  South  Station.   Service 
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to  the  north  and  northwest  is  provided  at  North  Station,  which 
can  be  reached  via  the  Orange  Line  or  a  10-15  minute  walk.   As  a 
result,  all  commuter  rail  service  is  accessible  from  the  project 
si  te . 

PEDESTRIANS 

Pedestrian  flows  around  the  site  were  observed  in  both  the 
morning  and  evening  peak  periods  in  December  1987.   From  these 
observations  it  was  determined  that,  although  pedestrians  are 
scattered  all  around  the  building,  the  major  pedestrian  flows  in 
the  area  are  found  on  the  sidewalks  on  either  side  of  State 
Street  and  through  McKinley  Square  from  Central  Street.   The 
pedestrian  flows  from  Central  Street  and  McKinley  Square  join  up 
with  those  already  on  State  Street.   In  the  AM  peak,  the  major 
flows  are  in  a  westerly  direction  towards  Congress  Street,  while 
in  the  PM  peak  the  major  flows  are  in  an  easterly  direction 
towards  the  waterfront.   Figure  6  illustrates  the  major  pedes- 
trian flows  around  the  Custom  House  site. 
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PROBABLE  PROJECT  IMPACTS 

DAILY  TRIP  GENERATION 

In  order  to  assess  the  impact  of  the  project  on  the  transpor- 
tation system  in  the  site  area,  travel  demand  by  type  of  use  and 
user  has  been  estimated.   The  procedures  used  in  estimating 
office  trips  consisted  of  calculating  person-trips  per  1,000 
square  feet  of  floor  space.   Trip  rates  and  modal  splits  have 
been  categorized  as  office  and  work  vs.  non-work.   Rates  used  in 
the  office  calculations  are  identical  to  those  used  in  several 
recent  downtown  environmental  assessment  reports,  including  the 
One  Twenty  Five  High  Street  Transportation  Assessment  and  Access 
Plan  and  the  Milk  and  Broad  Street  Development  Traffic  Impact 
Study  and  Access  Plan. 

The  proposed  redevelopment  of  the  Custom  House  Tower  also 
includes  the  provision  of  15,000  square  feet  of  museum  space 
within  the  original  structure.   The  procedure  used  in  estimating 
museum  trips  associated  with  the  project  was  based  on  estimates 
provided  by  the  developer  of  the  number  of  visitors  expected 
annually  at  the  site.   A  brief  summary  of  the  methodology  used  to 
calculate  these  figures  appears  later  in  this  section. 

The  development  program  analyzed  for  the  project  calls  for 
89,000  square  feet  of  office  space.   Tables  5  and  6  summarize 
trip  rates  and  modal  splits  assumed  in  the  analysis  and  the 
resultant  person-trips  based  on  the  development  plan  analyzed. 

A  70  percent  transit  mode  split  factor  for  work  trips  was 
used  in  the  trip  generation  calculations.   This  figure,  and  the 
others  found  in  Table  6,  are  based  on  data  contained  within  the 
December  1983  report.  Parking  in  Central  Boston:   Meeting  the 
Access  Needs  of  a  Growing  Downtown.   The  70  percent  transit 
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figure  used  has  also  appeared  in  other  approved  impact  reports 
for  downtown  projects  such  as  the  One  Twenty  Five  High  Street 
Transportation  Assessment  and  Access  Plan.  It  should  also  be 
noted  that  the  non-work  trip  transit  factor  is  based  on  modal 
split  assumptions  used  in  the  downtown  parking  report  for  the 
area  in  which  the  project  is  located. 


TABLE  5 
TOTAL  DAILY  OFFICE  PERSON-TRIPS 


User 


Generation  Rates* 


Office 


In 


Out 


Total 


Worker 

Non-Worker 

Total 


4.40 
2.35 
6.75 


4.40 
2.35 
6.75 


8.80 

4.70 

13.50 


Generated  Trips' 


Worker 

Non-Worker 
Total 


392  392  784 
209  209  418 
601     601     1,202 


*  Person-trips  per  1,000  square  feet 
**  Total  trips  per  day. 


TABLE  6 
DAILY  OFFICE  PERSON-TRIPS  BY  MODE  SPLIT 


User 


Office 


Auto 


Transit 


Walk 


Percentages 


Worker 
Non-Worker 


30.0 
27.5 


70.0 
57.5 


0.0 
15.0 


Daily  Person-Trips 

Worker 
Non-Worker 


235 

115 


548 

241 


0 

63 
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Table  7  summarizes  anticipated  vehicle  occupancy  rates  for 
those  office  trips  arriving  by  auto.   These  rates  are  based 
primarily  on  information  reported  in  Parking  in  Central  Boston 


TABLE  7 
VEHICLE  OCCUPANCY  FACTORS 


Use 


Trip  Type Office 

Work  1.8 

Non-Work  1.4 


Applying  the  occupancy  rates  given  in  Table  7  to  the  person- 
trips  arriving  by  auto  projected  in  Table  6  results  in  a  total 
estimate  of  214  daily  vehicle  -  trips  (Table  8).   These  are 
distributed  equally  to  inbound  and  outbound  trips  (107  each  way; 
The  214  daily  vehicle-trips  include  employee  -  related  trips, 
visitors,  taxis,  and  delivery  vehicles. 


TABLE  8 
DAILY  VEHICLE-TRIPS  (ONE-WAY) 


Use 


Trip  Type Office 

Work  131 

Non-Work  83 

Total  214 


PEAK  HOUR  TRIP  GENERATION 

Trips  occurring  during  the  peak  commuter  hours  are  of  greater 
concern  than  the  total  daily  trips.   It  is  these  peak  periods 
which  are  used  to  evaluate  the  performance  of  the  transportation 
system.   The  peak  hour  percentages  shown  in  Table  9  were 
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multiplied  by  one-half  (to  reflect  directional  travel)  of  the 
daily  trips  in  Tables  6  (for  transit  and  walk  trips)  and  8  (for 
vehicle  -  trips )  to  obtain  the  results  shown  in  Table  10.   A  total 
of  40  inbound  vehicle  -  trips  is  projected  for  the  morning  peak 
hour,  while  40  outbound  vehicle  -  trips  are  projected  for  the 
evening  peak.   Approximately  163  person-trips  are  estimated  on 
all  forms  of  public  transportation  in  the  peak  direction  during 
each  peak  hour. 


TABLE  9 

PERCENTAGES  OF  DAILY  OFFICE  TRIPS 

DURING  PEAK  HOURS  BY  TYPE  AND  DIRECTION* 


Work       Non-Work 


AM      PM     AM      PM 


Office 

Arrivals      55%     2%    10%     2% 

Departures     1%     55%     1%     10% 

*  From  One  Twenty  Five  High  Street 
Transportation  Assessment  and  Access 
Plan. 


TABLE  10 

TOTAL  OFFICE  PEAK  HOUR  TRIPS  BY  MODE 

(PEAK  DIRECTION) 


AM  Inbound 

PM 

Outbound 

Auto* 

Transit** 

Walk 

Auto* 

Transit** 

Walk 

Office 

Work 

36 

151 

0 

36 

151 

0 

Non-Work 

_J_ 

12 

_J 

_4 

12 

^ 

Total 

40 

163 

3 

40 

163 

3 

*  Vehicle  trips 
**  Person  trips  on  all  forms  of  public  transportation 
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DELIVERY  VEHICLE  AND  TAXI  TRIPS 

A  certain  amount  of  the  total  daily  vehicle  generation  will 
consist  of  taxi  and  delivery  vehicle  -  trips .   Delivery  vehicles 
are  typically  single-unit,  two-axle  vans  rather  than  large 
trucks.   Table  11  summarizes  the  delivery  vehicle  traffic 
expected  for  the  project's  office  component. 

TABLE  11 
ESTIMATED  DAILY  DELIVERY  VEHICLE  ARRIVALS 

Office 

Generation  Rate  0.21  Arrivals/ 

1,000  Sq.Ft. 

1990  Build  Deliveries  19 

*  Based  on  Copley  Place  EIR. 

At  1990  Build  conditions,  approximately  19  deliveries  are 
expected  daily  at  the  proposed  redevelopment.   The  Custom  House 
Tower  would  average  almost  three  delivery  vehicles  per  hour  for 
office  use,  assuming  a  constant  distribution  over  a  nine-hour 
day.   If  it  is  further  assumed  that  each  delivery  vehicle  arrives 
and  departs  within  the  same  hour,  then  a  maximum  of  approximately 
six  delivery  vehicle  trips  per  hour  would  occur.   A  small  amount 
of  additional  activity  will  be  generated  by  the  museum.   Most  of 
these  trips  would  be  short-term  deliveries  which  will  be  easily 
accommodated  by  the  project's  drop-off/pickup  facilities. 

The  amount  of  taxi  traffic  expected  to  be  generated  by  the 
site  is  summarized  in  Table  12.   Under  1990  Build  conditions, 
approximately  nine  of f ice  -  related  taxi  arrivals  per  day  are 
expected.   Additional  taxi  activity  will  also  be  generated  by  the 
museum.   As  stated  later  in  the  report,  provision  should  be  made 
for  a  taxi  drop-off  on  State  Street. 
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TABLE  12 
ESTIMATED  DAILY  TAXI  ARRIVALS 


Office 


Generation  Rate  0.75  Arrivals/ 

100  Person-Trips* 


1990  Build  Taxi  Arrivals 


*  Based  on  Highway  Research  Board,  NCHRP 
Report  No.  62,  Urban  Travel  Patterns  for 
Hospitals,  Universities,  Office  Buildings 
and  Capitols,  1969. 


MUSEUM  TRIP  GENERATION 

The  methodology  used  to  calculate  the  number  of  daily  and 
peak  hour  trips  generated  by  the  15,000  square  foot  museum 
proposed  for  the  Custom  House  Tower  redevelopment  is  briefly 
summarized  in  the  following  paragraphs. 

The  developer  estimates  that  approximately  250,000  people 
will  visit  the  proposed  museum  annually.   Based  on  this  figure, 
the  number  of  people  which  would  arrive  at  the  museum  daily, 
assuming  a  six-day  week,  was  conservatively  calculated  to  be 
approximately  1,000  visitors  per  day.   Mode  split  factors  were 
then  derived  which  took  into  account  the  museum's  characteristics 
and  location,  and  knowledge  of  its  potential  visitors.   Applying 
the  mode  split  factors  to  the  projected  daily  trip  generation, 
the  number  of  daily  person  trips  by  mode  for  the  museum  were 
calculated.   These  figures,  along  with  the  derived  mode  split 
factors,  can  be  found  in  Table  13. 
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TABLE  13 
DAILY  MUSEUM  PERSON-TRIPS  BY  MODE  SPLIT 

Museum 


User Auto   School  Bus    Transit   Walk 

Percentages  10.0        15.0       15.0     60.0 

Daily  Person-Trips     100         150        150      600 


Assuming  a  vehicle  occupancy  rate  of  2.0  for  auto  use  and 
56.0  for  school  buses,  the  number  of  daily  vehicle  -  trips  can  be 
found  in  Table  14. 


TABLE  14 
DAILY  MUSEUM  VEHICLE -TRIPS  (ONE-WAY) 

Vehicle            Daily 
Person-         Occupancy          Vehicle 
Mode Trips Rate Trips 


Auto  100  2.0  50 

School  Bus  150  56.0  _1 

Total  =    53 


Finally,  the  number  of  peak  hour  trips  to  be  generated  by  the 
museum  was  projected.   Since  the  museum  will  not  be  open  during 
the  morning  peak  hour,  it  will  have  no  impact  on  the  transporta- 
tion system  at  this  time  of  the  day.   However,  the  museum  is 
expected  to  be  open  during  the  evening  peak  hour.   It  has  been 
conservatively  projected  (i.e.,  on  the  high  side)  that  approxi- 
mately 10  percent  of  the  estimated  number  of  daily  visits  to  the 
museum  will  occur  during  the  PM  peak.   This  estimate  may  also  be 
high  in  light  of  the  fact  that  peak  activity  for  the  museum 
itself  is  expected  to  occur  between  the  hours  of  11:00  AM  and 
3:00  PM.   The  results  of  the  projected  peak  hour  vehicle  trip 
generation  are  found  in  Table  15.   These  trips,  in  addition  to 
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those  generated  by  the  redevelopment '  s  office  component,  were 
used  in  assessing  the  impact  of  the  project  on  the  transportation 
system  within  the  study  area. 


TABLE  15 
TOTAL  MUSEUM  PEAK  HOUR  TRIPS  BY  MODE 


PM 

Inbound  and  Outbound  Trips 

Use 

Auto 

School  Bus    Transit    Walk 

Museum 

5 

0*           15       60 

*  It  is  assumed  that  any  school  bus  activity  generated 
by  the  site  will  not  occur  at  this  time  of  the  day. 


TRIP  DISTRIBUTION  AND  ASSIGNMENT 

The  additional  vehicle  -  trips  from  the  proposed  development 
were  distributed  to  the  transportation  system  according  to  the 
trip  distribution  pattern  listed  in  Table  16  and  shown  in 
Figure  7.   This  is  the  same  pattern  that  has  been  established  in 
other  major  downtown  EIRs.   Assignment  of  these  trips  to  the 
local  street  system  in  the  vicinity  of  the  site  was  a  function  of 
the  access  to  local  parking  garages,  the  existing  pattern  of  one- 
way streets  in  the  vicinity,  and  the  location  of  Central  Artery 
ramps . 

TABLE  16 
TRIP  DISTRIBUTION 


Direction Percent 

Northeast  14% 

North  14% 

Northwest  9% 

West  17% 

Southwest  22% 

Southeast  24% 

Total  100% 
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BACKGROUND  TRAFFIC  GROWTH 

In  order  to  assess  future  conditions,  it  is  not  only  neces- 
sary to  project  development- related  traffic  increases,  but  also 
to  project  increases  in  background  traffic.   Growth  in  background 
traffic  is  a  function  of  other  development  activity  expected 
within  the  area.   This  growth  can  be  projected  by  the  application 
of  a  generalized  growth  factor  or  by  the  assessment  of  specific 
development  proposals.   For  this  analysis,  the  projection  of 
background  or  No-Build  traffic  (i.e.,  future  traffic  without  the 
Custom  House  Redevelopment)  was  based  on  the  assessment  of  other 
specific  development  proposals  projected  to  be  completed  by  1990, 
the  year  when  the  Custom  House  is  expected  to  be  fully  occupied. 

Table  17  lists  the  projects  included  in  the  development  of 
the  1990  No-Build  networks  and  the  projected  uses  for  each  devel- 
opment.  When  applicable,  previous  documentation  presented  in 
other  Environmental  Impact  Reports  and  Environmental  Assessments 
was  utilized  where  traffic  volumes  were  available.   Where  volumes 
were  not  available  from  other  sources,  the  trip  generation 
assumptions  described  earlier  were  applied  to  the  projected  uses 
for  each  identified  background  development  to  obtain  projected 
vehicle,  transit  and  pedestrian  trips. 

The  vehicle  -  trips  generated  by  each  background  development 
were  then  assigned  to  the  roadways  to  obtain  the  morning  and 
evening  peak  hour  No-Build  networks  shown  in  Figures  8  and  9, 
respectively.   The  projected  traffic  from  the  Custom  House 
Redevelopment  was  added  to  these  1990  No-Build  volumes  to  obtain 
the  1990  Build  volumes  shown  in  Figures  10  and  11. 
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TABLE  17 
1990  BACKGROUND  DEVELOPMENT 


Development 


Size 


Use 


Downtown  Boston 
Rowes  Wharf 

International  Place 

Marketplace  Center 
75  State  Street 

101  Federal  Street 

150  Federal  Street 

99  Summer  Street 
Wang  Laboratories 
745  Atlantic  Avenue 
20  and  21  Custom  House 

125  Summer  Street 


South  Station 
(Phases  I  and  II) 


200  High  Street 

South  Boston 
Commonwealth  Pier  5 
Fish  Pier  6 


665,000  SF 


1,700,000  SF 

100,000  SF 

442,000  SF 

685,000  SF 

15,000  SF 

497,000  SF 

10,000  SF 

475,000  SF 

10,000  SF 

285,000  SF 

100,000  SF 

180,000  SF 

223,000  SF 

17,000  SF 

482,000  SF 

13,000  SF 

75,000  SF 

35,000  SF 


83,500  SF 
11,000  SF 


752,000  SF* 

130,000  SF 
18,000  SF 


Office/Retail/ 
Hotel/Residential 

Office 
Retail 

Office/Retail 

Office 
Retail 

Office 
Retail 

Office 
Retail 

Office 

Manufacturing 

Office 

Office 
Retail 

Office 
Retail 

Office 

Retail 

Train  Concourse 

Platforms 

Office 
Retail 


World  Trade  Center 

Office 
Fish  Market 
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TABLE  17( Continued) 
1990  BACKGROUND  DEVELOPMENT 


Development Size Use 

Boston  Wharf  Company        321,000  SF        Office 

557,000  SF        Industrial 
236  DU** 

Gillette  Company  105,000  SF        Manufacturing 

Research 

Boston  Marine  625,000  SF        Light  Industrial/ 

Fish  Processing 

425  Summer  Street  171,500  SF        Office 

8,000  SF        Retail 

435  Summer  Street  173,100  SF        Office 

7,000  SF        Retail 

*  SF  -  Square  feet. 
**  DU  -  Dwelling  unit. 


INTERSECTION  ANALYSIS 

Traffic  Operations  Measures 

•    Signalized  Intersections 

Signalized  intersections  within  the  study  area  were  evaluated 
using  a  computer  program  based  on  the  1985  Highway  Capacity 
Manual  procedures.   Signalized  intersection  analysis  considers  a 
wide  variety  of  prevailing  conditions,  including  the  amount  and 
distribution  of  traffic  movements,  traffic  composition,  geometric 
characteristics,  and  the  details  of  intersection  signalization. 
Critical  to  the  evaluation  are  the  concepts  of  capacity  and  level 
of  service  (LOS).   Unlike  previous  methodologies,  these  two 
concepts  are  not  simply  related,  but  must  be  considered  together 
to  evaluate  the  overall  operation  of  a  signalized  intersection. 
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In  this  approach,  capacity  at  intersections  is  defined  for 
lane  groups,  rather  than  for  approaches  or  the  intersection  as  a 
whole.   A  lane  group  may  be  a  single  movement,  a  group  of  move- 
ments, or  an  entire  approach  and  is  defined  by  the  geometry  of 
the  intersection  and  the  distribution  of  movements  over  the 
various  lanes.   Capacity  of  a  lane  group  is  defined  as  the 
maximum  rate  of  flow  for  the  lane  group  which  may  pass  through 
the  intersection  under  prevailing  traffic,  roadway  and  signal- 
ization  conditions.   The  rate  of  flow  is  generally  measured  or 
projected  for  a  15-minute  period,  and  capacity  is  stated  in 
vehicles  per  hour.   Capacity  analysis  of  intersections  involves 
the  computation  of  volume  -  to  -  capacity  (V/C)  ratios  for  each  lane 
group,  from  which  an  overall  intersection  V/C  ratio  may  be 
derived  based  on  the  sum  of  critical  movements. 

Generally,  when  two  opposing  flows  are  moving  during  a  signal 
phase,  one  of  the  lane  groups  will  require  more  green  time  than 
another  in  order  to  process  all  of  its  volume.   This  would  be 
defined  as  the  "critical"  lane  group  for  the  subject  signal 
phase.   The  concept  of  a  critical  V/C  ratio  is  used  to  evaluate 
the  intersection  as  a  whole,  considering  only  the  critical  lane 
groups,  i.e.,  those  that  have  the  greatest  demand  for  green  time 
within  each  signal  phase.   This  procedure  assumes  that  green  time 
has  been  appropriately  allocated.   Thus,  it  is  possible  to  have 
an  overall  intersection  V/C  ratio  of  less  than  1.00  (under- 
capacity),  but  still  have  individual  movements  be  oversaturated 
within  the  signal  cycle  if  the  green  time  has  not  been  appropri- 
ately allocated  to  the  various  approaches. 

The  other  major  concept  in  signalized  intersection  analysis 
is  level  of  service,  which  is  defined  in  terms  of  delay.   Delay 
represents  a  measure  of  driver  discomfort,  frustration,  fuel 
consumption,  and  lost  time.   Level  of  service  delay  criteria  are 
stated  in  terms  of  average  stopped  delay  per  vehicle  for  a 
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15-minute  analysis  period.   The  criteria  are  presented  in 
Table  18. 

TABLE  18 

LEVEL  OF  SERVICE  CRITERIA  FOR 

SIGNALIZED  INTERSECTIONS 

Stopped  Delay  per 
Level  of  Service Vehicle  (seconds) 

A  <5.0 

B  5.1  to  15.0 

C  15.1  to  25.0 

D  25.1  to  40.0 

E  40.1  to  60.0 

F  >60.0 

Source:   Highway  Capacity  Manual,  Special 

Report  209,  Transportation  Research 
Board,  Washington,  D.C.,  1985. 

Level  of  service  can  range  from  LOS  "A"  to  LOS  "F".   Level  of 
Service  "A"  describes  operations  with  very  low  delay,  i.e.,  less 
than  5.0  seconds  per  vehicle.   This  occurs  when  progression  is 
extremely  favorable,  and  most  vehicles  arrive  during  the  green 
phase.   Most  vehicles  do  not  stop  at  all.   Level  of  Service  "F" 
describes  operations  with  delay  in  excess  of  60.0  seconds  per 
vehicle.   This  condition,  characterized  by  congested  conditions, 
is  considered  to  be  unacceptable  to  most  drivers.   Between  LOS 
"A"  and  LOS  "F",  traffic  conditions  and,  therefore,  delays  become 
progressively  worse.   Level  of  Service  "D"  or  better  is  generally 
considered  acceptable,  particularly  in  urban  areas. 

Delay  is  a  complex  measure  which  depends  upon  a  number  of 
variables,  listed  in  decreasing  order  of  importance:   the  quality 
of  signal  progression,  the  cycle  length,  the  allocation  of  green 
time,  and  V/C  ratio.   Of  note  is  that  V/C  ratio,  of  all  the 
factors  cited,  has  the  least  effect  on  delay.   Thus,  for  any 
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given  V/C  ratio,  a  range  of  delay  values  (and,  therefore,  level 
of  service)  may  result.   Conversely,  for  a  given  level  of 
service,  the  V/C  ratio  may  lie  anywhere  within  a  broad  range. 

For  the  reasons  stated  above,  both  capacity  and  level  of 
service  must  be  carefully  examined  when  analyzing  a  signalized 
intersection.   The  designation  of  an  approach  as  operating  at 
LOS  F  does  not  automatically  imply  that  the  entire  intersection, 
approach  or  lane  group  is  overloaded,  nor  does  a  level  of  service 
in  the  A  to  E  range  automatically  indicate  that  there  is  unused 
capacity  available.   Simply  stated,  V/C  ratios  are  a  measure  of 
the  physical  and  operational  characteristics  of  an  intersection, 
while  delay  and  level  of  service  are  an  average  measure  of  a 
driver's  perception  and  experience  at  a  particular  intersection. 
Together,  these  two  parameters  are  used  to  evaluate  signalized 
intersection  performance. 

•   Unsignalized  Intersections 

Level  of  service  for  unsignalized  intersections  is  based  on 
the  number  of  acceptable  gaps  available  in  the  major  street 
traffic  flow  that  may  be  utilized  by  minor  street  vehicles.   The 
criteria  shown  in  Table  19  are  based  on  the  available  reserve  (or 
unused)  capacity  (measured  in  passenger  cars  per  hour)  for  the 
minor  street  movement  in  question.   The  table  also  includes  a 
qualitative  index  of  delay  to  minor  street  traffic. 
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TABLE  19 
LEVEL  OF  SERVICE  CRITERIA  FOR 
UNSIGNALIZED  INTERSECTIONS 


Reserve  Level   of        Expected  Delay 

Capacity Service to  Minor  Street  Traffic 

>400  A  Little  or  no  delay 

300-399  B  Short  traffic  delays 

200-299  C  Average  traffic  delays 

100-199  D  Long  traffic  delays 

0-99  E  Very  long  traffic  delays 

<0  F  Extremely  long  traffic  delays* 

*  Queuing  may  cause  severe  congestion  affecting  other  traffic 
movements  in  the  intersection.   This  condition  usually  warrants 
improvement  to  the  intersection. 

Source:   Highway  Capacity  Manual,  Special  Report  209, 

Transportation  Research  Board,  Washington,  D.C.,  1985. 

Caution  should  be  used  in  the  interpretation  of  the  delay 
associated  with  unsignalized  levels  of  service.   The  expected 
delays  are  stated  in  general  terms,  without  specific  numeric 
values.   Unsignalized  levels  of  service  are  not  associated  with 
the  delay  values  given  for  signalized  intersections.   Level  of 
Service  "F"  indicates  that  there  are  insufficient  gaps  of  suit- 
able size  to  allow  minor  street  demand  to  safely  enter  or  cross 
the  major  street  traffic.   This  is  generally  evident  by  long 
delays  and  possibly  by  queuing  on  the  minor  street.   Level  of 
Service  "F"  also  may  result  in  side  street  vehicles  accepting 
smaller  than  usual  gaps.   In  such  cases,  safety  may  be  compro- 
mised and  some  disruption  to  the  major  street  traffic  can  result. 
It  should  be  noted  that  the  major  street  traffic  can  still  move 
effectively  at  Level  of  Service  "F"  and  only  side  street  traffic 
may  experience  difficulty.   This  is  why  it  is  important  to  under- 
stand that  level  of  service  results  must  be  interpreted  differ- 
ently for  unsignalized  and  signalized  locations. 
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Level  of  Service  "F"  conditions  usually  warrant  investigation 
into  possible  improvements  to  the  intersection.   The  most  common 
form  of  improvement  in  such  situations  is  installation  of  a 
traffic  signal  to  provide  a  break  in  main  street  traffic  to  allow 
side  street  traffic  to  move.   Such  an  improvement  may  not  be 
warranted  or  desirable  if  side  street  volumes  are  low.   A  further 
consideration  as  to  the  desirability  of  such  an  improvement  is 
that  installation  of  a  signal  will  increase  delay  to  the  major 
street  traffic. 

•    Capacity  Analysis 

All  study  intersections  were  analyzed  using  the  analysis 
procedures  described  above.   Tables  20  and  21  and  Figure  11 
summarize  the  results  of  the  capacity  analyses  for  all  intersec- 
tions for  Existing,  No-Build  and  Build  conditions.   However,  the 
analysis  results  for  three  study  intersections.  State  Street/ 
India  Street,  State  Street/McKinley  Square,  and  Central  Street/ 
McKinley  Square,  do  not  appear  in  the  summary  tables  or  figure 
under  the  Build  condition.   Since  both  India  Street  and  McKinley 
Square  are  to  be  closed  between  State  and  Central  Streets  in 
order  to  accommodate  the  pedestrian  plazas  proposed  by  the  devel- 
oper, these  intersections  will  no  longer  exist  when  the  project 
is  completed.   Since  there  will  no  longer  be  conflicting  volumes 
at  these  locations  under  Build  conditions,  standardized  analysis 
techniques  could  not  be  applied. 

Under  existing  conditions,  one  study  location  was  calculated 
to  operate  at  deficient  levels  of  service  during  both  peak 
periods.   The  intersection  of  Surface  Artery/High  Street/Atlantic 
Avenue  operates  at  Level  of  Service  (LOS)  "E"  during  the  morning 
peak  hour  and  LOS  "F"  during  the  evening  peak  hour.   This  is  due 
to  the  heavy  volume  of  left  turns  from  Atlantic  Avenue  bound  for 
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Fig.  12 


Purchase  Street.  All  other  locations  operate  at  LOS  "C"  or  better 
in  both  peak  hours. 

Tables  20  and  21  also  illustrate  changes  in  volume-to- 
capacity  ratios,  delays,  reserve  capacity  and  levels  of  service 
under  No-Build  conditions  in  1990.   In  the  morning  peak  hour, 
five  of  the  thirteen  intersections  analyzed  experience  a  decline 
in  level  of  service,  but  only  one  becomes  deficient  (Surface/ 
State).   All  but  two  of  the  thirteen  analysis  intersections 
provide  LOS  "D"  or  better  (Surface/State  and  Surface/High/ 
Atlantic )  . 

Four  study  intersections  experience  a  decline  in  LOS  in  the 
evening  peak  hour  from  Existing  to  No-Build  conditions.   Only  one 
of  these  become  deficient  (Surface/India).   Eleven  of  the 
thirteen  study  intersections  operate  at  LOS  "D"  or  better 
(Surface/India  and  Surface/High/Atlantic). 

The  addition  of  pro ject -  related  traffic  to  the  1990  No-Build 
volumes  and  the  closing  of  India  Street  and  McKinley  Square 
between  State  and  Central  Streets  at  the  base  of  the  site  results 
is  no  decline  in  LOS  in  the  morning  peak  hour,  and  only  two  study 
intersections  dropping  in  LOS  in  the  evening  peak  hour,  and  these 
only  marginally.   During  the  evening  peak  period,  the  signalized 
intersection  of  Surface  Artery  and  State  Street  will  experience  a 
decline  from  LOS  "D"  to  LOS  "E";  however,  this  drop  is  due  to  a 
slight  increase  in  V/C  ratio  of  0.04.   The  unsignalized 
intersection  of  State  Street  and  Broad  Street  will  also  decline 
in  level  of  service  from  LOS  "B"  to  "C".   A  decrease  of  77 
passenger  cars  per  hour  in  reserve  capacity  will  be  experienced 
at  this  study  location.   As  explained  earlier  for  unsignalized 
locations,  this  means  only  that  side  street  (Broad  Street) 
traffic  will  be  affected,  not  State  Street  where  most  traffic 
occurs . 
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In  terms  of  actual  volume,  the  largest  project  impacts  will 
be  at  the  intersections  of  Surface  Artery/India  Street,  Surface 
Artery/Broad  Street,  and  Surface  Artery/High  Street/Atlantic 
Avenue  in  the  morning  peak  hour  and  at  the  intersection  of 
Surface  Artery/High  Street/Atlantic  Avenue  in  the  evening  peak 
hour.   In  the  AM  peak,  an  additional  14  vehicles  will  utilize 
each  of  the  three  listed  locations  and  a  total  of  30  additional 
vehicles  will  utilize  the  Surface  Artery/High  Street/Atlantic 
Avenue  intersection  during  the  PM  peak  hour.   However,  as  can  be 
seen  from  the  level  of  service  analysis  results,  these  additional 
volumes  generated  by  the  project  will  have  no  significant  effect 
on  the  operational  characteristics  of  any  of  these  locations. 
Also,  and  perhaps  more  importantly,  these  results  indicate  that 
the  traffic  volumes  diverted  by  the  closure  of  India  Street  and 
McKinley  Square  between  State  and  Central  Streets  will  have  no 
adverse  effects  on  traffic  operations  in  vicinity  of  the  site. 

It  should  be  noted  at  this  point  that  the  developer's 
proposed  use  of  the  Custom  House  will  result  in  an  even  smaller 
net  increase  in  vehicular  trips  associated  with  the  site  compared 
to  its  former  use  by  the  Federal  Government  through  early  1987. 
The  redevelopment  will  actually  generate  only  six  additional 
trips  on  the  roadway  network  within  the  study  area  during  each 
peak  hour.   Therefore,  the  impact  of  vehicular  traffic  generated 
by  the  Custom  House  redevelopment  is  measurable  but 
insignificant . 

PARKING 

As  was  previously  noted  within  the  Exiting  Conditions  section 
of  the  report,  18  metered  spaces,  22  marked  spaces  specifically 
labeled  for  Custom  House  use  only,  and  approximately  30  unmarked 
spaces  (all  on  India  Street),  were  inventoried  along  the  block 
faces  adjacent  to  the  structure.   A  major  constituent  of  the 
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redevelopment  proposal  for  the  Custom  House  includes  the 
construction  of  a  large  pedestrian  plaza  at  the  base  of  the  site. 
In  order  to  accommodate  this  plaza,  the  closure  of  India  Street 
and  McKinley  Square  between  State  and  Central  Streets  will  be 
requi  red . 

The  closure  of  these  streets  will  result  in  the  removal  of 
all  parking  currently  found  at  the  foot  of  the  building.   The 
developer  believes  that  the  area  at  the  base  of  the  Custom  House 
is  not  an  appropriate  place  for  parking.   Due  to  the  building's 
historic  significance,  a  pedestrian  plaza  is  much  better  suited 
to  this  area. 

The  most  significant  impact  resulting  from  the  parking  loss 
is  the  18  metered  spaces  found  here.   Details  are  not  yet  known, 
but  the  developer  is  tentatively  planning  to  replace  at  least 
some  of  these  metered  spaces,  since  most  are  utilized  by  the 
McKinley  Square  merchants.   The  spaces  which  are  designated  for 
Custom  House  use  only  are  easily  expendable,  since  they  are 
associated  with  the  site,  as  are  the  unmarked  spaces.   The 
unmarked  spaces  are  used  by  parked  vehicles  which  crowd  in 
adjacent  to  the  main  entrance  to  the  Custom  House  on  India  Street 
and  detract  from  the  building's  unique  features. 

The  264  daily  vehicle  trips  generated  by  the  Custom  House 
Redevelopment  will  create  a  demand  for  66  long-term  employee 
spaces  (all  day  commuter  parking)  and  25  short-term  spaces. 
Since  no  parking  will  be  provided  on  the  site,  it  may  be  assumed 
that  this  relatively  small  demand  will  be  met  off-site  (most 
likely  at  the  Harbor  Towers  Garage  or  at  the  Quincy  Market  Garage 
on  Clinton  Street)  or  through  some  shift  to  transit  or  increased 
rideshar ing . 
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TRANSIT  ANALYSIS 


Planned  Services 


The  capacity  of  every  MBTA  rapid  transit  line  as  well  as  the 
MBTA  commuter  rail  network  will  be  significantly  expanded  by 
1990,  as  a  result  of  numerous  construction  projects,  vehicle 
purchases,  and  scheduling  decisions,  all  of  which  are  completed 
or  underway.   On  the  Green  Line/West,  a  25  percent  increase  in 
capacity  will  be  made  possible  by  the  purchase  of  100  new  LRVs . 
One  the  Red  Line,  a  50  percent  increase  in  capacity  is  planned. 
This  will  be  made  possible  by  the  purchase  of  58  new  cars, 
rehabilitation  of  the  existing  Red  Line  fleet,  and  extension  of 
station  platforms  to  accommodate  six-car  trains  instead  of  the 
current  four-car  maximum.   On  the  Blue  and  Orange  Lines,  the  Fall 
1987  scheduled  capacity  reported  under  Existing  Conditions 
already  reflects  the  recent  capacity  improvements.   On  the 
commuter  rail  system,  the  purchase  of  107  new  coaches  will  allow 
for  a  significant  increase  in  capacity.   The  projected  peak  hour 
(both  morning  and  evening)  capacity  of  the  rapid  transit  system 
in  1990  is  shown  in  Table  22. 

•    Project  Transit  Demand 

Based  on  the  trip  generation  and  mode  split  patterns  for 
downtown  commercial  developments,  the  Custom  House  Tower  is 
expected  to  generate  a  total  of  approximately  939  daily  transit 
trips.   About  167  of  these  will  occur  in  the  AM  peak  hour,  and 
about  186  will  occur  in  the  PM  peak  hour. 
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TABLE  22 
1990  PEAK  HOUR  RAPID  TRANSIT  LINE  CAPACITY 


Average 

Average 

Average 

Planning 

Planning 

Cars/ 

Headway* 

No.  of 

Capacity 

Capacity 

Line/Segment 

Train 

(minutes ) 

Trains 

of  Car** 

of  Line 

Red  Line/North 
Ashmont -Alewi  f e 
Braintree-Alewife 


15 


180 


16,200*** 


Red  Line/South 
Alewi fe -Ashmont 
Alewi fe-Braintree 
Park -Quincy 

Green  Line/West 
Boston  College 
Cleveland  Circle 
Riverside 
Huntington  Ave. 

Green  Line/North 
Lechmere  Service 

Orange  Line/ 

North-South 

Oak  Grove-Forest  Hills 


Blue  Line 

Bowdo in -Wonder  land 


3.75 


1.67 


16 


36 


10 


15 


20 


180 


130 


130 


110 


17,280 


9,360 


2,600 


155    11,625 


8,800 


*  Projected  headways  are  based  on  maintenance  of  existing 
headways . 
**  The  MBTA  uses  these  capacity  estimates  for  planning  purposes 
Heavier  loads  can  be  carried  and  are  often  observed  on  the 
system. 
***  Capacity  is  slightly  lower  than  Red  Line/South  because  the 
Quincy-Park  run  is  not  included. 

Excluding  the  transit  trips  generated  by  the  former  use  of 
the  Custom  House  as  a  government  office  building,  the  redevel- 
opment of  the  site  will  generate  only  274  new  daily  transit 
trips,  including  27  in  the  AM  peak  hour  and  42  in  the  PM  peak 
hour,  as  shown  in  Table  23. 
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TABLE  2  3 
TRANSIT  TRIP  GENERATION 


All  New 

Transit  Trips Transit  Trips 


AM  Peak  Hour 

In  163  26 

Out                  4  _l 

Total  167  27 

PM  Peak  Hour 

In  8  1 

Out  118  41 

Total  186  42 


•    Transit  Impact  Analysis 

All  the  available  transit  ridership  data  were  collected  in 
1986  or  earlier,  when  the  Custom  House  was  still  in  use  as  a 
Federal  office  building.   Therefore,  it  is  appropriate  to 
consider  only  the  new  transit  trips  when  discussing  impacts  on 
the  transit  system.   For  discussion  purposes,  the  PM  peak  hour 
was  analyzed;  however,  figures  for  the  AM  peak  hour  are  rela- 
tively similar.   The  41  new  outbound  transit  trips  in  the  PM  peak 
hour  are  expected  to  be  distributed  among  the  major  transit  modes 
in  the  same  proportions  as  were  observed  in  the  1982  cordon  count 
of  Downtown  Boston,  and  among  the  seven  rapid  transit  peak  load 
points  in  proportion  to  existing  volumes.   The  percentages  are 
given  in  Table  24. 
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TABLE  2  4 
DISTRIBUTION  OF  NEW  TRANSIT  TRIPS 


PM  Peak  Hour 
Transit  Mode Percent Outbound  Trips 

Bus  18%  7 

Commuter  Rail  14%  6 

Rapid  Transit 

Red  Line/North  8%  3 

Red  Line/South  16%  6 

Green  Line/West  12%  5 

Green  Line/North  1%  1 

Orange  Line/North  14%  5 

Orange  Line/South  9%  4 

Blue  Line/North             8^  _3 

Total  Rapid  Transit  68%  28 

Total  100%  41 


By  1990,  peak  hour  transit  ridership  is  expected  to  be 
considerably  greater  than  the  numbers  reported  in  the  Existing 
Conditions  chapter.   The  No-Build  ridership  figures  presented  in 
Table  25  were  computed  by  adding  to  existing  volumes  the  trips 
generated  by  all  known  background  developments  which  were  not 
occupied  when  the  ridership  counts  were  taken,  but  are  expected 
to  be  occupied  in  1990. 

Table  25  also  gives  1990  No-Build  ridership  as  a  percentage 
of  1990  capacity.   It  indicates  that  the  currently  observed 
capacity  shortage  on  the  Green  Line/West  will  remain,  as  demand 
increases  almost  as  fast  as  supply.   The  Orange  Line/North  will 
also  experience  a  capacity  shortage,  with  demand  exceeding  plan- 
ning capacity  by  nine  percent.   Ridership  on  all  other  rapid 
transit  lines  will  be  well  below  planning  capacity. 

As  shown  in  the  last  column  of  Table  25,  the  Custom  House 
Redevelopment  will  have  a  negligible  impact  on  the  rapid  transit 
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system,  contributing  less  than  one-tenth  of  one  percent  to  the 
ridership  at  each  peak  load  point  in  the  system.   In  the  PM  peak 
hour  outbound,  the  project  will  add  about  one  passenger  to  every 
eighth  car  on  these  critical  segments  of  the  network. 

TABLE  25 
1990  RAPID  TRANSIT  CAPACITY  AND  RIDERSHIP 
PM  PEAK  HOUR  OUTBOUND 

Planning  No-Build  Percent  of 

Line/     Capacity   No-Build      Percent  of   Project     No-Build 
Segment   of  Line*   Ridership**   Capacity    Ridership   Ridership 

53%  3  0.1% 

81%  6  0.1% 

128%  5  0.1% 

51%  1  0.1% 

109%  6  0.1% 

75%  4  0.1% 

86%  3  0.1% 


Red/ 

15, 

,200 

8, 

,563 

North 

Red/ 

17, 

,280 

14, 

,017 

South 

Green/ 

9, 

,360 

12, 

,016 

West 

Green/ 

2, 

,600 

1, 

,338 

North 

Orange/ 

11, 

,625 

12, 

,641 

North 

Orange/ 

11, 

,625 

8 

,742 

South 

Blue/ 

8, 

,800 

7 

,543 

North 

*   See  Table  22. 
**   These  figures  were  computed  by  adding  to  existing  volumes  the 
trips  generated  by  background  developments  expected  to  be 
occupied  in  1990. 


Express  Bus 


Eighteen  percent  of  the  project  generated  transit  rider  trips 
(seven  in  the  evening  peak  hour)  are  expected  to  be  by  bus.  Five 
express  routes  provide  service  between  the  Financial  District  and 
suburban  areas  along  the  Massachusetts  Turnpike.   Express  bus 
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service  is  also  available  from  Haymarket  to  North  Shore  coastal 
communities.   Private  commuter  bus  service  to  the  South  Shore  is 
provided  at  South  Station.   Local  bus  service  is  limited  and  has 
not  been  analyzed. 

The  expanse  of  the  service  coupled  with  the  relatively  low 
generation  of  new  trips  from  the  proposed  development  will  result 
in  little  or  no  impact  on  express  bus  operation.   The  MBTA  main- 
tains a  policy  that  reduces  the  potential  for  standees  by  releas- 
ing buses  when  seats  are  filled  in  order  to  maintain  the  high 
level  of  ridership.   This  includes  adding  buses  to  the  express 
routes  as  needed. 

PEDESTRIANS 

Most  pedestrian  trips  generated  by  the  Custom  House  will  be 
transit- related  (i.e.,  walking  to  rapid  transit  stations  or  bus 
stops).   It  has  been  estimated  that  approximately  939  transit- 
related  trips  will  be  generated  by  the  redevelopment ' s  office  and 
museum  uses  each  day.   Approximately  19  percent  of  these  trips 
will  occur  each  peak  hour  with  167  and  186  in  the  morning  and 
evening  peaks,  respectively. 

The  majority  of  transi t -  related  trips  can  be  expected  to  use 
State  Street  west  of  the  site  for  access  to  the  State  (Orange/ 
Blue  Lines)  and  Government  Center  Stations  (Green/Blue  Lines). 
Red  Line  passengers  may  use  several  different  paths  to  reach  Red 
Line  stations  or  may  also  use  State  Street  to  reach  the  Orange 
and  Green  Lines  for  transfer  to  the  Red  Line.   Blue  Line  riders 
are  expected  to  use  State  Street  east  of  the  redevelopment  for 
access  to  Aquarium  Station. 

Non-transit  related  pedestrian  trips  are  defined  to  be 
strictly  walking  trips  (i.e.,  the  entire  trip  is  made  by  walking 
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and  no  other  mode  of  travel  is  used  for  any  portion  of  the  trip). 
Approximately  663  non-transit  pedestrian  -  trips  a  day  are  expected 
to  be  generated  by  the  redevelopment,  most  of  which  will  be 
associated  with  the  project's  museum  component  (mainly  Freedom 
Trail  visitors).   However,  only  small  percentages  of  these  daily 
non-transit  related  trips  occur  in  the  morning  and  evening  peak 
hours.   In  the  AM  peak,  an  increase  of  only  three  walk-trips  is 
projected,  while  in  the  PM  peak,  only  64  walk-trips  are  projected 
to  occur. 

From  this  discussion,  it  can  be  seen  that  the  project  will 
generate  170  pedestrian- trips  in  the  morning  peak  and  250 
pedestrian- trips  in  the  evening  peak.   These  pedestrian  volumes 
average  to  approximately  four  additional  pedestrians  per  minute 
being  generated  by  the  Custom  House  Tower  project  during  each 
peak  hour.   Since  pedestrian  flows  were  already  observed  to  be 
relatively  light  on  the  block  faces  and  in  the  crosswalks 
adjacent  to  the  site,  these  increases  can  be  considered 
measurable  but  insignificant.   It  can,  therefore,  be  concluded 
that  the  peak  hour  pedestrians  generated  by  the  Custom  House 
redevelopment  will  have  no  adverse  effects  on  pedestrian 
conditions  within  the  project  study  area. 

CONSTRUCTION  IMPACTS 

Construction  Employee  Trip  Generation  and  Parking 

The  number  of  workers  required  over  the  16-month  construction 
period  will  vary,  with  an  estimated  average  daily  work  force  of 
40  and  a  peak  work  force  of  approximately  75  during  the  last  four 
months  of  construction.   Trip  generation  by  construction  workers 
is  a  direct  function  of  employment  levels.   Assuming  an  auto 
occupancy  of  two  or  three  persons  (based  on  the  shortage  of 
parking,  current  costs  of  parking  and  the  greater  inclination  of 
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construction  workers  to  carpool),  the  75  employees  during  the 
peak  construction  period  would  generate  from  25  to  38  vehicle- 
trips  each  peak  period  if  all  employees  arrive  by  automobile 
during  the  same  hour.   Some  of  the  workers  will  likely  utilize 
public  transportation  due  to  the  downtown  location  of  the  site 
and  its  good  accessibility  via  transit.   In  addition  to  these 
factors,  construction  workers  are  expected  to  travel  before  the 
peak  commuting  hours  (working  7:00  AM  to  3:30  PM),  so  they  do  not 
add  to  commuter  peak  hour  traffic.   As  a  result,  no  significant 
impact  to  the  area  roadway  system  is  anticipated  due  to 
construction  worker  vehicle  -  trips . 

No  parking  will  be  available  on-site  for  construction 
workers.   Therefore,  the  construction  workers  who  do  drive  will 
park  in  available  public  spaces  in  area  lots  or  garages  or  at 
more  remote  locations  and  walk  to  the  site.   This  situation  is 
common  for  most  downtown  construction  projects.   There  have  been 
and  will  continue  to  be  a  large  number  of  ongoing  construction 
projects  in  the  Downtown  area.   Some  workers  may  park  at  the  Fan 
Pier  lot  in  South  Boston  because  of  the  relatively  high  daily 
cost  of  off-street  parking  in  the  downtown  area.   This  factor  may 
also  encourage  lower  auto  use  and  higher  transit  usage. 

Lane  Restrictions/Street  Closures 

It  is  anticipated  that  construction  of  the  project  will  take 
approximately  16  months.   During  that  period,  it  is  proposed  to 
fence  in  the  entire  site  leaving  Central  Street  unaffected  and 
limiting  both  India  Street  and  McKinley  Square  to  one  lane  with 
existing  curbside  parking  left  intact.   The  commercial  vehicle 
zone  located  in  the  parking  lane  on  State  Street  will  also  be 
included  within  the  fenced-in  area.   During  the  construction 
period,  the  enclosed  tract  will  be  used  for  staging,  parking  for 
contractor  trailers,  and  as  a  maneuvering  area  for  a  mobil  crane. 
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These  restrictions  should  not  have  a  serious  impact  on  traffic 
conditions  of  surrounding  streets,  as  sufficient  capacity  exists 
to  handle  any  traffic  which  may  be  diverted.   Eventually,  the 
travel  and  parking  lanes  on  India  Street  and  McKinley  Square,  and 
the  commercial  vehicle  parking  lane  on  State  Street,  will  be 
eliminated  so  that  the  pedestrian  areas  proposed  at  the  base  of 
the  site  can  be  constructed.   As  a  result,  18  metered  parking 
spaces  will  be  lost  around  the  site. 

Construction  Vehicle  Routings  and  Deliveries 

The  exact  source  locations  of  construction  materials  is  not 
known  at  this  time,  but  it  is  expected  that  all  deliveries  will 
access  the  site  via  the  Central  Artery.   Deliveries  from  the 
north  are  expected  to  exit  the  Central  Artery  at  the  Dock 
Street/Callahan  Tunnel  off- ramp  and  then  proceed  directly  to  the 
site  via  Surface  Artery  and  Central  Street.   From  the  south, 
deliveries  will  likely  exit  the  Central  Artery  off-ramp  at 
Northern  Avenue,  then  proceed  down  Surface  Artery  to  Central 
Street.   Loading/unloading  at  the  Custom  House  site  will  occur 
where  it  currently  does,  at  the  designated  zone  on  the  McKinley 
Square  side  of  the  building.   Return  trips  to  the  north  will  be 
via  the  Dock  Square/Sumner  Tunnel  on- ramp  to  the  Central  Artery, 
while  southbound  trips  will  use  the  Purchase  Street  on-ramp. 

At  this  time,  the  average  daily  number  of  construction  trucks 
which  will  be  generated  by  the  site  is  not  yet  known.   However, 
since  this  project  is  a  rehabilitation,  the  delivery  of 
significant  quantities  of  structural  or  exterior  wall  materials 
will  not  be  required.   It  is  known,  however,  that  a  low  volume  of 
trucks  -  small  panel  or  stake  trucks  -  with  parcels  of 
construction  materials  small  enough  to  fit  inside  the  existing 
elevator  at  the  Custom  House,  are  expected  each  day  at  the 
construction  site. 
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TRANSPORTATION  MITIGATION  AND  MONITORING 

TRAFFIC  MANAGEMENT 

Traffic  management,  as  it  relates  to  the  Custom  House 
project,  has  two  major  components:  traffic  operations  improve- 
ments and  traffic  demand  -  reduction  strategies.   The  first 
component  seeks  to  enhance  the  capacity  of  existing  roadway 
facilities,  while  the  second  targets  ways  to  reduce  the  volume  of 
traffic  on  the  roadways.   In  order  to  realize  the  greatest  bene- 
fits, both  components  of  a  traffic  management  plan  should  be 
simultaneously  implemented. 

Intersection  Improvements 

The  project's  size  characteristics,  excellent  location  with 
respect  to  public  transportation  services,  and  the  CHTA's 
proposed  commitment  to  various  travel  demand- reduction  strategies 
all  will  result  in  very  small  traffic  impacts  at  key  locations. 
Nevertheless,  CHTA  recognizes  the  desirability  of  improving 
traffic  operations  within  the  historic  Custom  House  District  so 
as  to  maximize  the  efficiency  of  traffic  flow  to  and  from  the 
project  site.   To  this  end,  CHTA  supports  the  City's  efforts  to 
implement  the  computerized  operation  of  more  than  300  signalized 
intersections  in  the  City,  including  those  in  proximity  to  the 
redevelopment  site.   As  part  of  this  effort,  the  allocation  of 
green  time  at  the  recently  reconstructed  Surface  Artery/High 
Street/Atlantic  Avenue  intersection  should  be  reviewed  in  order 
to  consider  providing  increased  green  time  allocation  to  the 
Atlantic  Avenue  approach  which  currently  experiences  long  delays. 
This  recommendation  should  be  examined  by  the  City,  keeping  in 
mind  the  coordination  and  progression  which  has  been  established 
along  the  Surface  Artery. 
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Traffic  Reduction  Strategies 

Reducing  the  amount  of  traffic  generated  by  a  development  is 
a  complementary  component  to  traffic  operations  improvements 
necessary  to  satisfy  projected  traffic  growth.   Much  can  be  done 
to  reduce  automobile  usage  and  thereby  lessen  the  need  for 
improvements  or  allow  for  more  efficient  use  of  any  improvements 
provided.   The  following  measures  are  designed  to  reduce  the 
number  of  vehicle  trips  into  the  project  area  during  the  peak 
commuting  hours.   CHTA  is  committed  to  implementing  them  in  so 
far  as  it  is  within  his  ability  to  do  so. 

•   Ridesharing 


Ridesharing  is  an  overall  term  that  refers  to  encouraging 
commuters  to  ride  in  vehicles  with  other  commuters  rather  than 
driving  to  work  alone.   The  most  common  forms  of  ridesharing  are 
carpools  and  vanpools.   Increased  ridesharing  decreases  the 
number  of  vehicles  using  the  roadways,  and  thus  decreases  the 
degree  of  congestion  encountered.   An  additional  benefit  is 
reduced  fuel  consumption,  as  fewer  vehicle  miles  will  be 
traveled. 

CHTA  is  committed  to  the  following  ridesharing  incentives: 

1.  Joint  participation  in  carpool/vanpool  matching  services 
programs  with  other  nearby  tenants,  organizations  and 
companies . 

2.  Provision  of  promotional  materials  on  ridesharing  to 
building  employees. 
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3.  Coordination  with  CARAVAN  (an  organization  which  leases 
commuter  vans  and  provides  administrative  and  organiza- 
tional assistance)  or  other  van-leasing  programs. 

•  Public  Transportation 

Another  major  way  to  reduce  the  number  of  vehicles  on  the 
roadways  is  to  encourage  employees  to  use  public  transportation 
as  an  alternative  means  of  traveling  to  work.   The  proposed 
project  site  is  located  within  walking  distance  (2,500  feet)  of 
the  South  Station  commuter  trains,  the  Federal  Street  express  bus 
stop,  the  Rowes  Wharf  commuter  boat  terminal,  and  all  lines  of 
the  rapid  transit  system.   This  provides  an  excellent  opportunity 
for  the  project  to  generate  a  high  proportion  of  transit  users. 
CHTA  will  encourage  transit  usage  through  the  following  measures: 

1.  Arrange  for  a  convenient  location  for  sale  of  MBTA  passes 
and  private  bus  line  tickets  with  other  nearby  tenants, 
organizations  and  companies. 

2.  Encouraging  tenants  to  subsidize  a  portion  of  their 
employees'  public  transportation  costs. 

3.  Provision  of  commuter  buS;  commuter  rail  and  commuter 
boat  schedules. 

4.  Provision  of  promotional  and  informational  materials  for 
all  modes  of  public  transportation. 

•  Alternative  Work  Schedules 


Alternative  work  schedules  offer  a  means  of  reducing  peak 
hour  demands  on  the  roadway  and  transit  systems  by  shifting 
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travel  to  non-peak  periods  or  by  reducing  the  total  number  of 
trips  made  per  week.   The  major  schedule  alternatives  are: 

1.  Staggered  work  hours  -  Generally  are  set  up  in  so  as  to 
assign  groups  of  employees  staggered  starting  times, 
typically  at  15-minute  intervals,  spread  over  a  one  or 
two-hour  period. 

2.  Flexible  work  hours  -  Allow  employees  to  choose  their  own 
starting  and  finishing  times,  so  long  as  they  are  present 
during  a  central  part  of  the  day  (called  core  time). 

3.  Compressed  work  week  -  Involves  shifting  some  workers 
from  a  standard  five  days  per  week,  eight  hours  per  day 
schedule  to  fewer  days  of  longer  hours  (e.g.,  four  days 
per  week,  ten  hours  per  day). 

CHTA  has  agreed  to  the  following  measures  in  this  category: 

1.  Encouraging  tenants  to  implement  one  of  the  above 
concepts . 

2.  Make  building  services  such  as  heat,  air  conditioning, 
etc.,  available  from  6:00  AM  to  7:00  PM  at  no  cost 
premium  to  encourage  tenant  shifts  in  employee  start/end 
times . 

Other  Transportation  Improvements 

In  addition  to  roadway  improvements  and  traffic  reduction 
strategies  (which  generally  apply  to  commuters),  there  are  a 
variety  of  other  measures  which  may  be  implemented  to  improve 
traffic  conditions  as  they  relate  to  the  proposed  historic 
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rehabilitation  project.   Measures  which  would  further  this  goal 
include : 

•    Delivery  Vehicles 

1.  Provision  of  a  sufficient  curb  cut-out  adjacent  to  the 
site  off  Central  Street  designated  as  a  loading/unloading 
zone  for  all  delivery  vehicles  (with  the  exception  of 
courier  services)  in  order  to  minimize  any  on-street 
activity.   deliveries  will  then  be  hand-trucked  from  the 
zone  to  the  building  entrance  located  off  the  proposed 
McKinley  Square  Plaza.   Deliveries  to  the  building  from 
any  location  other  than  the  McKinley  Square  Plaza  service 
entrance  will  be  prohibited.   No  deliveries  will  be 
accepted  through  the  main  tenant  entrance  on  State 
Street. 

2.  Encourage  all  tenant  delivery  vehicles  (with  the  excep- 
tion of  courier  services)  to  use  off-peak  hours,  which 
include  all  times  other  than  7:00-10:00  AM  and  3:00-6:00 
PM  weekdays.   This  includes  delivery  vehicles  needed  when 
exhibits  are  changed  at  the  proposed  museum. 

3.  Collection  boxes  for  major  courier  services  will  be 
located  in  areas  convenient  to  the  main  tenant  entrance 
on  State  Street  where  a  sufficient  curb  cut-out  adjacent 
to  the  site,  similar  to  the  one  proposed  on  Central 
Street,  will  be  located.   Courier  services  will  be 
required  to  use  the  tenant  entrance  and  drop -of f s/pick - 
ups  will  not  be  accepted  at  other  locations,  thereby 
minimizing  impact  to  street  traffic.   The  State  Street 
curb  cut-out  will  also  be  used  as  a  drop-off  area  for 
taxis  and  other  passenger  vehicles. 
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Taxis 


1.  Presently,  the  closest  major  taxi  stand  to  the  project  is 
at  the  Marriott  Long  Wharf.   It  provides  convenient 
service  for  users  in  the  area  even  though  it  is  not  anti- 
cipated that  the  demand  for  taxi  service  will  increase 
significantly  due  to  the  development  of  this  project. 

2.  Taxi  drop-offs  would  occur  primarily  at  the  State  Street 
cutout . 

Pedestrians 


Pedestrian  pathways  are  currently  provided  adjacent  to  the 
site  in  the  form  of  sidewalks  on  India,  State  and  Central 
Streets.   As  part  of  the  Custom  House  development,  CHTA  intends 
to  further  define  and  enhance  these  pedestrian  linkages  in  the 
following  manner: 

1,  Creation  of  pedestrian  plazas  on  the  India  Street  and 
McKinley  Square  sides  of  the  site.   The  developer  hopes 
to  extend  the  pedestrian  plazas  and  walkways  which 
surround  Faneuil  Hall  and  Quincy  Market  to  the  area 
surrounding  the  Custom  House  Tower.   These  plazas  would 
remove  the  large  paved  areas  and  parking  from  around  the 
base  of  the  structure  which  detracts  from  its  historic 
prominence . 

2.  Provide  upgraded  lighting  around  the  building  perimeter 
as  required  for  appropriate  lighting  and  enhancement  of 
the  project  design. 
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other 


To  further  the  Access  Plan  goals  and  objectives,  the  Custom 
House  Tower  Associates  will  implement  the  following  measures: 

1.  Provision  of  a  secure  bicycle  storage  area  for  use  by 
employees  who  wish  to  commute  via  bicycle. 

2.  Provision  of  staff  support  to  coordinate  all  of  the  above 
transportation  mitigation  efforts  and  provision  of  a 
representative  who  would  be  responsible  for  the  dissemi- 
nation of  materials  and  coordination  of  activities 
described  above. 

3.  Regular  dissemination  of  information  to  building  tenants 
concerning  all  of  the  above  by  a  no  less  than  quarterly 
newsletter  or  by  special  topic  memoranda  as  appropriate. 

CONSTRUCTION  MANAGEMENT 

An  important  component  of  the  Access  Plan  is  an  effective 
series  of  measures  designed  to  minimize  traffic  flow  and  safety 
impacts  during  the  construction  phase.   Summarized  below  are 
several  measures  which  the  developer  and  the  construction 
contractor  will  incorporate  into  the  construction  management  plan 
for  the  project. 

1.   Secure  fencing  will  be  provided  around  the  entire  site 

leaving  Central  Street  unaffected  and  limiting  both  India 
Street  and  McKinley  Square  to  one  lane  with  the  existing 
curbside  parking  left  intact.   The  parking  lane  desig- 
nated for  commercial  vehicles  only  adjacent  to  the  site 
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on  State  Street  will  also  be  enclosed  within  the  fenced- 
in  area.   Due  to  the  small  traffic  volumes  which  circu- 
late around  the  base  of  the  site,  these  lane  restrictions 
will  have  little  affect  on  traffic  operations.   Eventu- 
ally, the  travel  and  parking  lanes  on  India  Street  and 
McKinley  Street  and  the  commercial  vehicle  parking  lane 
on  State  Street  will  be  eliminated  so  that  the  pedes- 
trian areas  proposed  at  the  base  of  the  site  can  be 
constructed . 

2.  On-site  staging  areas  for  construction  materials  are  to 
be  located  adjacent  to  the  site  along  India  Street  within 
the  fenced-in  area.   Here,  space  will  be  provided  for 
subcontractor  trailers. 

3.  Public  access  at  the  four  corners  of  the  site  may  occa- 
sionally have  to  be  restricted  so  that  a  crane  can  easily 
be  maneuvered  at  the  base  of  the  building.   These 
closings,  if  necessary,  would  only  be  for  a  short  time 
when  the  granite  roof  on  the  original  structure  is  refur- 
bished.  Optimally,  the  mobil  crane  will  be  able  to 
accomplish  this  work  entirely  within  the  fenced  area. 

4.  During  construction,  a  pedestrian  walkway  adjacent  to  the 
site  along  State  Street,  where  pedestrian  flows  are 
heaviest,  will  be  delineated  with  Jersey  barriers. 
Overhead  protection  will  not  be  required  due  to  the  small 
amount  of  work  which  needs  to  be  performed  on  the 
exterior  of  the  building. 

5.  Construction  worker  parking  will  not  be  permitted  on-site 
or  adjacent  to  the  construction  area.   All  construction 
workers  will  be  required  to  access  the  site  by  public 
transportation,  ridesharing,  or  by  parking  at  off-site 
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locations,  particularly  on  the  South  Boston  side  of  the 
Fort  Point  Channel. 

6.   Construction  worker  shifts  will  start  at  7:00  AM  and  end 
at  3:30  PM  so  that  workers  will  arrive  prior  to  the 
morning  peak  hour  and  leave  prior  to  the  PM  peak  hour. 

MONITORING  PROGRAM 

1.   In  the  Probable  Project  Impacts  section,  estimates  were 
made  for  vehicle  trip  generation  which  were  the  result  of 
several  combined  factors.   The  most  significant  factors 
affecting  the  number  of  vehicle  trips  are: 

•  Percent  transit  use  (share  of  project  generated 
person  trips  using  public  transportation). 

•  Vehicle  occupancy  rate  (average  number  of  people  in 
each  vehicle  coming  to  or  leaving  the  project). 

•  Peak  hour  percentage  (the  portion  of  daily  trips 
generated  by  the  project  which  occur  during  the  AM  or 
PM  peak  hour ) . 

In  order  to  minimize  vehicular  travel,  it  would  be 
desirable  to  increase  the  number  of  person  trips  by 
public  transportation  and  to  increase  the  vehicle  occu- 
pancy rate  of  those  vehicles  traveling  to  the  project. 
Additionally,  a  shift  in  travel  to  times  other  than  the 
peak  hours  would  also  lesson  the  impacts  of  vehicular 
travel  to  the  site.   These  factors  serve  as  a  basis  for 
establishing  a  set  of  access  goals  for  the  project. 
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Table  26  lists  each  of  the  three  trip  generation  factors, 
along  with  the  value  assumed  for  projecting  project 
generated  trips  in  the  Probable  Project  Impacts  section. 
All  figures  in  the  table  refer  to  office  work  trips, 
which  constitute  approximately  93  percent  of  both  the 
project's  vehicle  trip  generation  and  transit  trip 
generation  during  the  peak  commuting  hours.   Changes  in 
the  value  of  each  factor  may  be  considered  as  a  measure 
of  effectiveness  for  the  proposed  mitigation  measures. 
The  mitigation  action  to  improve  each  factor  is  also 
listed,  along  with  the  goal  set  for  each  factor  with 
implementation  of  the  Access  Plan  mitigation  measures  at 
full  project  buildout  and  occupancy.   The  lower  portion 
of  the  table  summarizes  the  AM  and  PM  vehicle  and  transit 
trips  projected  in  the  original  impact  analysis  and  those 
projected  to  result  from  the  revised  trip  generation 
factors.   These  improved  trip  generation  factors  will 
become  the  Access  Plan  goals. 


TABLE  26 

ACCESS  PLAN  GOALS 

FOR  OFFICE  WORK  TRIPS 


Analysis       Mitigation 
Estimates      Action         Goal 


A.  Trip  Generation  Factors 
Percent  by  Transit  70% 

Vehicle  Occupancy  Rate  1.8 

Peak  Hour  Percentage  55% 

B.  Resulting  Peak  Hour  Trips 

Vehicle  Trips:     AM  In  65                         49 

PM  Out  65                         49 

Transit  Trips:     AM  In  151                        147 

PM  Out  151                        147 


Transit 

75% 

Incentive 

Rideshar ing 

2.0 

Alternative 

50% 

Work  Hours 

49 


2050/188/wpr-FT5 


2.  As  a  follow-up  to  the  setting  of  Access  Plan  goals,  CHTA 
will  provide  annual  management  reports  to  the  City  on 
compliance  with  the  stated  goals  and  objectives,  as  well 
as  other  areas  of  the  Access  Plan.   In  order  to 
accomplish  this,  the  Custom  House  Tower  Associates  will 
annually  conduct  a  survey  of  both  employees  and  visitors 
to  the  building  to  determine  person  trip  generation 
rates,  transportation  mode  splits,  vehicle  occupancy, 
peak  hour  travel  percentages,  and  parking  location. 
Additionally,  data  on  employee  and  visitor  origin  and 
destination  locations  will  be  collected  as  part  of  the 
survey  work.   These  data  will  be  collected  in  light  of 
the  City's  requirements. 

3.  CHTA  also  commits  to  working  with  the  City  to  address  any 
other  transportation- related  issues. 
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APPENDIX  F 


October  28,  1987 


Walter  Adams 

Chief  Plans  Examiner 

Inspectional  Services  Department 

City  of  Boston 

1010  Massachusetts  Avenue 

Boston,  MA  02118 

Dear  Walter: 

The  following  memorandum  will  serve  to  formalize  the  various  documentation, 
correspondence  and  the  presentation  which  Custom  House  Tower  Associates  has  had 
with  the  Inspectional  Services  Department  of  the  City  of  Boston  over  the  past 
year.  Custom  House  Tower  Associates  wishes  to  thank  you  for  the  time  you  have 
spent  in  touring  the  building  and  discussing  our  development  plans  for  the 
building. 

As  previously  discussed,  Custom  House  Tower  Associates  has  not  been 
selected  as  developer  for  the  project,  but  will  enter  the  upcoming  competition 
for  the  development  rights.  Should  we  be  designated  developer  for  the  Custom 
House  Tower,  we  intend  to  use  the  contents  of  this  memorandum  as  the  basis  for 
code  compliance  and  as  a  design  guideline  for  the  renovation  of  the  existing 
structure. 

Again,  we  appreciate  the  time  which  you  and  your  staff  have  taken  in 
understanding  the  issues  involved  with  the  building  and  responding  to  our 
concerns.  The  attached  document  is  the  basis  of  the  Custom  House  Tower 
Associates  code  compliance  strategy.  Please  feel  free  to  reach  me  at  482-2375. 


Regards, 


Stanley  H.  Durlacher 
Construction  Manager 


SHD/dg;ii 


CONTACT:    James    B.    White*   Palmer   &    Dodge*   One   Beacon   Street*   Boston,    MA   02108*   (617)    227-4400 


1 . 0   BACKGROUND 

When  Custom  House  Tower  Associates  initially  reviewed  the 
existing  structure  and  the  appropriateness  for  our  intended  use, 
it  became  quite  evident  that  the  redevelopment  plans  would  be 
strongly  influenced  by  the  "input"  of  several  key  groups  and 
City  departments.  For  example,  the  Department  of  the  Interior 
and  Landmarks  Commission  will  determine  the  extent  of  the 
alterations  to  the  exterior  of  the  structure;  Boston  Traffic  and 
Parking  and  the  Boston  Redevelopment  Authority  would  determine 
the  extent  of  the  development  of  the  urban  space  at  the  base  of 
the  tower;  and  the  Inspectional  Services  Department  would 
determine  the  feasibility  of  our  redevelopment  plans  for  the  new 
mechanical,  electrical,  plumbing,  life  safety  and  fire 
protection  systems.  The  desire  to  seek  such  input  led  us  to 
communicate  with  Commissioner  Sommers  in  May  of  1987  and  seek  to 
present  our  ideas  to  the  Inspectional  Services  Department." 
Comm.issioner  Sommers  endorsed  the  early  exchange  of  ideas  which 
led  to  a  tour  of  the  building  on  July  17,  1987,  a  presentation 
on  September  16,  1987  and  subsequently,  the  writing  of  this 
memorandum. 

To  a  great  extent,  the  economic  feasibility  for  the 
redevelopment  of  the  Custom  House  Tower  is  tied  to  how  the  State 
Building  Code  is  interpreted  and  applied  to  the  Custom  House 
Tower  under  Article  22  of  the  Code.  This  Article  is  intended  to 
be  used  for  the  repair,  alteration,  addition  and  change  of  use 
of  existing  buildings  without  meeting  all  of  the  new 
construction  code  requirements.  Appendix  T  further  states  that 
in  order  to  use  Article  22,  the  following  conditions  must  be 
met: 

1.)   All  hazardous  conditions  must  be  corrected; 

2.)   the  existing  building  becomes  the  minimum  performance 

standard; 
3.)   the  degree  of  compliance  of  the  building  after  changes 

must  not  be  below  that  existing  before  the  changes. 

Custom  House  Tower  Associates  development  plans  meet  the 
criteria  for  Article  22  and  Appendix  T  and  thus,  the  following 
Code  analysis  will  discuss  the  areas  where  variances  will  be 
required  for  non-complying  existing  conditions,  where  compliance 
alternatives  will  be  sought,  and  where  new  complying  systems 
will  be  installed. 


2.0   TYPE  OF  CONSTRUCTION 

On  the  July  17,  1987  tour  of  the  building  with  Messrs. 
Adams  and  Morin  of  the  Inspectional  Services  Department  ,  it  was 
observed  that  the  existing  building  was  built  of  a  "fireproof" 
type  of  construction  which  consisted  of  structural  steel  framing 
encased  in  concrete.  While  this  may  be  rated  as  Type  1 
construction,  it  was  generally  agreed  that  the  Custom  House 
Tower  should  be  viewed  as  a  Type  2-A  protected/non-combustible 
equivalent  construction.  Any  and  all  structural  revisions  and 
alterations  will  be  of  a  Type  2-A  construction,  having  a  minimum 
of  1  3/8"  cementitious  covering  on  columns,  3/4"  cemetitious- 
covering  on  the  beams . 


3.0   BUILDING  USES 

The  use  of  Article  22  is  predicated  upon  the  fact  that  the 
proposed  Use  Groups  hazard  index  will  not  be  increased  over  the 
current  hazard  index.  We  understand  that  since  the  Custom  House 
Tower  was  formerly  a  federal  building  and  therefore  exempt  from 
City  of  Boston  zoning,  the  building  had  no  listed  occupancy. 
Most  recently,  the  building  was  used  for  offices  and  a  tax  court 
which  would  have  a  Business  (B)  and  Assembly  (A)  occupancy, 
respectively,  under  the  State  Building  Code.  The  hazard  indices 
would  be  4,  Use  Group  A3,  and  2,  Use  Group  B,  from  Table  1  of 
the  Code.  The  Custom  House  Tower  Associates  proposal  suggests 
an  Assembly  Use  Group  (A)  for  the  Museum  function,  located  in 
the  original  1847  structure,  and  a  Business  Use  Group  (B)  for 
the  office  functions  which  will  be  located  in  the  Tower 
structure.  Note  that  although  the  25th  Floor  Observation  Deck 
will  have  limited  public  access,  the  occupancy  will  be  limited 
to  under  50  people.  Thus,  the  25th  Floor  will  be  able  to  have  a 
B  Use  Group. 


4.0  BUILDING  SYSTEMS  -  EXISTING  LIMITATIONS  &  CUSTOM  HOUSE 
TOWER  ASSOCIATES  PROPOSED  IMPROVEMENTS 

4 . 1  EGRESS 

The  current  egress  system  in  the  Custom  House  is,  in  our 
opinion,  unacceptable  in  its  present  state.  Without  a  lengthy 
description  of  the  current  system,  the  Custom  House  Tower 
Associates  proposal  envisions  the  following  changes: 


1 .  )  the  addition  of  a  second  emergency  exit  stair  located 
in  the  N.E.  portion  of  the  Tower  which  will  start  at  the  20th 
floor  and  extend  through  the  25th  floor.  This  additional  stair 
will  not  conform  to  current  codes  relating  to  stair  width  and 
riser/tread  relationships  but  will  replicate  the  N.E.  tower 
stairs  which  exist  from  the  20th  floor  to  the  3rd  floor.  It  was 
agreed  that  retaining  the  existing  stair  configuration, 
eventhough  it  does  not  meet  Code,  prowided  a  safer  condition 
than  varying  the  stair  conditions  wherever  the  stairs  were 
modified.  It  was  further  agreed  that  although  the  riser/tread 
configurations  were  acceptable,  there  would  be  no  winder  type 
stairs  used. 

2.)  Where  the  N.E.  tower  stair  transfers  at  the  ceiling  of 
the  Dome  space  to  the  S.E.  corner  of  the  Rotunda,  the  stair  will 
be  extended  down  to  the  ground  level  in  a  new  stair.  This  stair 
will  also  replicate  the  tread/riser  and  width  relationships  of 
the  existing,  non-conforming  stair. 

3.)  The  existing  SW  stair  tower  extends  from  the  25th 
floor  to  the  ground  floor.  This  stairwell  will  be  modified  on 
the  18th  through  25th  floors  to  accomodate  the  elimination  of 
the  transfer  elevator  steps  on  18  and  to  increase  the  cab  depth 
for  a  new  transfer  elevator.  The  modifications  will  replicate 
the  width  and  tread/riser  configurations  of  the  current 
non-conforming  stair. 

4.)  The  SW  stair  tower  will  have  a  smoke  barrier  and  door 
installed  at  the  dome  level  which  will  create  the  airlock  for 
stair  pressurization.  Further  study  is  required  to  solve  the 
issue  of  pressurizing  the  grand  staircase  in  the  SW  corner  from 
the  third  to  the  first  floor  where  the  occupants  can  exit  to  the 
outside.  If  no  acceptable  solutions  are  found,  a  variance  will 
be  sought  to  accept  this  existing  condition. 

5.)   All  entrances  to  the  emergency  stairs  will  have  new 
rated  enclosures  and  doors  to  accomodate  current  codes. 

6.)  The  SW  stairwell  windows  which  look  into  Elevator  Shaft 
^A  will  be  eliminated  and  infilled  with  a  rated  partition 
system. 


4.2   HANDICAPPED  ACCESSIBILITY 

In  its  existing  state,  the  Custom  House  Tower  has  a 
reasonable  degree  of  accessibility  for  handicapped  persons.  The 
Custom  House  Tower  Associates  proposal  will  seek  to  have  all 
occupied  portions  accessible  through  the  correction  of  the 
following  issues: 

■1.)  The  Museum  entrance,  for  all  but  handicapped  visitors, 
will  be  at  the  top  of  the  grand  staircase  facing  India  Street. 
The  handicapped  entrance  will  be  at  grade  level  off  of  the  State 
Street  entrance.  The  visitor  will  proceed,  at  grade  level,  to 
an  elevator  entrance  located  at  the  end  of  a  corridor 
immediately  prior  to  entering  the  ground  level  rotunda  space. 

Handicapped  tenants  or  visitors  for  the  Tower  offices  will 
proceed  into  the  ground  level  rotunda  and  onto  the  high  speed 
elevators.   The  entire  route  is  at  grade  level. 

2.)  The  Museum  will  be  served  by  a  four  stop  hydraulic 
elevator  which  will  be  fully  handicapped  equipped.  There  is  an 
elevation  change  of  approximately  24  inches  in  height  between 
the  third  floor  rotunda  space  and  the  third  floor  exhibition 
wings  to  the  North  and  South.  The  handicapped  elevator  landing 
will  be  at  the  exhibition  wing  elevation  (+24"  relative 
dimension).  Thus,  the  handicapped  visitor  may  enter  the 
exhibition  spaces  at  the  proper  elevation.  In  order  to  reach 
the  lower  (-24"  relative  dimension)  elevation  in  the  third  floor 
rotunda  space,  a  ramp  will  be  provided  which  will  slope  from  the 
elevator  landing  area  to  the  South,  across  the  adjacent  elevator 
shafts  and  terminate  at  the  rotunda  base  elevation. 

.3.)  In  order  to  reach  floors  19  to  25,  a  visitor  must 
transfer  from  the  main  elevator  bank  to  the  upper  level  shuttle 
elevator  at  the  18th  floor.  The  landing  of  the  shuttle  elevator 
is  currently  18"  higher  than  the  landings  for  the  main  elevator 
bank.  Custom  House  Tower  Associates  proposal  will  raise  the 
landing  on  elevator  #4  to  coincide  with  that  of  the  shuttle 
elevator.  Coupled  with  a  small  ramp  system,  this  will  allow 
handicapped  visitors  to  access  the  upper  level,  regardless  of 
the  selection  of  elevators  in  the  high  rise  bank. 


4.)  The  current  shuttle  elevator  cannot  accomodate  wheel 
chairs  due  to  its  small  3 '8"  depth  and  door  configuration.  To 
remedy  this  situation,  Custom  House  Tower  Associates  proposal 
will  create  a  new  elevator  shaft  and  install  a  larger  cab  which 
meets  the  minimum  handicapped  dimensions. 

4.3   ENERGY  COMPLIANCE 

As  allowed  under  Article  22,  alterations  to  any  of  the 
existing  building  elements  will  comply  with  Table  2207.  Thus, 
any  new  components,  such  as  fenestration,  will  meet  the  current 

energy  requirements  for  that  particular  component.  Thus,  the 
new  mechanical  systems  will  have  the  proper  efficiency  and  meet 
the  energy  codes  in  that  respect,  but  will  be  sized  to 
accomodate  the  loads  for  the  unaltered  building. 


4.4   COMPLIANCE  WITH  SECTION  431 

The  Custom  House  Tower  has  had  several  modifications  and 
additions  to  its  building  systems  since  1915  in  an  effort  to 
meet  current  Codes.  However,  the  structure  does  not  meet  the^ 
provisions  of  Section  431  of  the  Code  which  address  the 
applicable  standards  for  buildings  which  are  more  than  70  feet 
above  mean  grade.  The  following  system  descriptions  outline 
Custom  House  Tower  Associates  approach  to  complying  or  seeking 
variances  for  the  hi-rise  code. 

1.)  The  building  is  currently  outfitted  with  an  automatic 
fire  supression  system.  The  existing  electric  booster  pump  is 
undersized  and  will  be  replaced  with  a  new  booster  pump  sised 
for  the  hydraulic  requirements  of  the  building.  The  majority  of 
the  existing  system  will  be  reused  although  the  west  side 
sprinkler  riser  will  be  relocated  into  a  chase  in  the  men's 
room.  In  the  Tower  offices,  the  branch  distribution  and.  heads 
will  remain  active  during  the  construction  except  for  system 
modifications.  The  heads  will  be  relocated  during  the  tenant 
finish  part  of  the  project. 

In  the  Museum,  the  exhibition  wings  will  be  fully 
sprinklered.  However,  the  rotunda  spaces,  with  their  immense 
volume  and  Landmark  status  will  not,  in  all  likelihood,  be  able 
to  comply  with  current  Codes  and  will  require  a  variance.  Smoke 
detection  will  be  provided  as  a  compliance  alternative  for  these 
areas . 


The  existing  supervisory  Autocall  system  for  the  sprinklers 
will  be  modified  to  meet  current  codes. 

2.)  The  existing  Alarm  and  Communications  systems  in  the 
building  do  not  comply  with  Code.  There  is,  however,  a 
reasonable  basis  from  which  to  begin  modifications.  The  Custom 
House  Tower  Associates  proposal  will  provide  voice  alarm,  public 
address,  and  other  annunciation  and  communications  systems  which 
fully  comply  with  Codes. 

Also,  the  Custom  House  Tower  Associates  plans  will  provide 
for  full  Fire  Department  communication  systems.  The  stairwells 
and  Fire  Command  Center,  elevator  machine  rooms,  and  switch  gear 
room  will  be  equipped  with  phone  cabinets  and  phones.  Smoke  and 
heat  detection  systems  will  be  provided  as  required  by  Code. 

3.)  The  Custom  House  Tower  Associates  ground  floor  plans 
indicate  that  immediately  upon  enetering  the  Custom  House  Towers- 
through  the  State  Street  entrance,  the  Fire  Command  Center  will 
be  located  on  the  east  side  of  the  main  corridor.  The  Fire 
Command  Center  will  be  equipped  with  modern  systems  and  meet  the 
location  requirements  of  the  Boston  Fire  Department. 

4.)  Smoke  control  systems  do  not  currently  exist  within 
the  Custom  House  Tower.  The  rotunda  spaces  between  the  ground 
and  first  floor  levels  will  be  separated  by  a  thick  glass  plate 
which  covers  the  floor  opening  of  the  occulus .  This  will 
provide  a  smoke  separation  while  providing  the  same  visual 
contact  between  the  Office  Tower  lobby  and  the  main  level  of  the 
Museum. 

The  rotunda  will  be  smoke  evacuated  through  the  four 
existing  square  grills  located  immediately  under  the  frieze  at 
the  perimeter  at  the  base  of  the  rotunda  dome.  The  evacuation 
fans  will  be  located  in  the  area  above  the  rotunda  and 
discharged  through  the  large  exterior  grillage  located 
underneath  the  fourth  floor  of  the  Office  Tower. 

The  stair  wells  in  the  NE  and  SW  corners  will  have  a 
stairwell  pressurization  system.  The  NE  stair  tower  will  have 
full  pressurization  from  the  25th  floor  down  to  the  ground 
floor.  As  discussed  in  the  egress  section,  the  SW  stairwell 
will  have  full  smoke  pressurization  from  the  25th  floor  to  the 
top  of  the  third  floor  which  is  the  highest  level  of  the 
Museum.  We  feel  that  this  condition  will  require  a  variance  if 
no  acceptable  solution  can  be  found. 


Since  the  Office  Tower  has  operable  windows,  the  Custom 
House  Tower  Associates  proposal  does  not  include  mechanical 
smoke  removal  for  the  typical  office  floors.  Also,  the  existing 
building  structure  makes  the  introduction  of  new  shafts,  which 
would  be  required  for  smoke  evacation,  an  impractical  approach. 
Further,  the  Landmarks  aspect  of  the  Custom  House  Tower 
renovation  requires  no  changes  to  the  exterior  fenestration  or 
walls  and  thus  makes  the  introduction  of  grillage  impossible. 
This  issue  will  require  a  variance. 

5.)  Emergency  Systems  will  be  provided  as  outlined  in 
Section  431.9.  Custom  House  Tower  Associates  will  provide  an 
emergency  generator  of  sufficient  size  to  ensure  the  operation 
of  the  fire  protection  equipment;  the  mechanical  pressurisation^ 
and  evacuation  fans;  the  elevators;  the  emergency  lighting; 
stairway  door  controls;  annunciation  and  communication  systems. 


5.0   CONCLUSION 

This  brief  outline  summarizes  the  discussions  and 
presentations  made  to  date  concerning  the  renovations  planned 
under  the  Custom  House  Tower  Associates  proposal.  While  Custom 
House  Tower  Associates  has  not  yet  been  designated  by  the  Boston 
Redevelopment  Authority  ("BRA")  as  developer  for  the  project, 
these  discussions  have  substantial  impact  upon  our  proposal  to 
the  BRA.  When  the  designation  occurs,  Custom  House  Tower 
Associates  proposes  to  proceed  with  the  design  of  the  project 
using  these  discussions  as  a  conceptual  basis  on  which  to  go 
forward.  Therefore,  it  is  important  that  the  Inspectional 
Services  Department  personnel  respond  with  any  corrections  or 
note  any  inconsistencies  with  the  conceptual  documents  or 
presentations . 

Custom  House  Tower  Associates  wishes  to  thank  the  following 
Inspectional  Services  Department  Personnel  for  their  time  and 
interest  in  discussing  the  Custom  House  Tower  project: 

Commissioner  Sommers 

Mr.  Walter  Adams 

Mr.  Ken  Morin 

Mr.  Paul  Donga 

Mr.  Robert  Fairbanks 

Mr.  Tom  McNicholas. 
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New  York  Yacht  Club 
New  York,  New  York 

The  New  York  Yacht  Club,  built  in  1899  by  Warren  and  Wetmore,  the 
architects  who  desired  Grand  Central  Station,  is  one  of  New  York 
City's  best  known  landmarks.  This  exemplary  Beaux-Arts  building  is 
known  by  every  passerby  for  its  baroque  first  floor  windows,  designed  as 
imitations  of  Spanish  galleon  sterns. 

Beyer  Blinder  Belle  is  modernizing  the  building's  physical  plant  and 
restoring  the  club,  inside  and  out,  to  its  original  turn-of-the-century 
elegance.  New  mechanical  systems,  including  HVAC  and  plumbing,  will 
be  installed.  Exterior  work  includes  cleaning,  repointing,  and  repair  of 
the  limestone  facade;  repair  of  the  copper  dormers  and  slate  mansard 
roof;  and  repair  and  replacement  of  wooden  sash  and  windows.  In  the 
interior,  function  of  individual  spaces  and  circulation  routes  have  been 
changed  over  the  years.  Beyer  Blinder  Belle  is  working  closely  with  the 
Yacht  Club  directors  to  re-establish  room  entrances,  detailing,  focal 
points,  and  sight  lines  in  order  to  restore  the  functional  clarity  of  the 
Warren  and  Wetmore  rooms.  The  Model  Room  and  the  cocktail  lounge 
(originally  a  billiard  room)  will  be  restored  to  their  original  appearance, 
and  a  dome  skylight  which  has  been  painted  over  will  be  cleaned  to  once 
again  highlight  the  jewel-like  composition  of  the  club's  circular  cafe. 

Client:  New  York  Yacht  Club 

Address:  37  West  44  Street,  New  York 

Owner:  New  York  Yacht  Club 

Size:  35,000  SF 

Const.  Cost:  $4.1  Million 

Status:  Completion  Date  1988 
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\lwyn  Court,  New  York  City: 

Restoring  the  Facades  &v  Improving  Public  Spaces 

r.  James  Marston  Fitch,  Director,  Oept  ot  Historic  Preservation,  Beyer  Blinder  Belle.  Architects  &  Planners 


'ban  homesteading  involving  old  abandoned  brownstones, 
inversion  of  manufacturing  lofts  into  apartments,  and  re- 
eling of  institutional  buildings  into  living  units  are  all  be- 
•ming  popular  avenues  for  expanding  the  residential  base  of 
.city  or  town.  Another  approach,  however,  is  concentrating 
I  improving  the  existing  housing  stock  to  maintain  or  enhance 
e  Uveability  of  the  community.  Building  owners  and 
:velopers  in  the  last  few  years  have  rediscovered  that  rehabili- 
tion  of  large  multi-dwellings,  rather  than  razing  them  and 
)nstructing  new  apartment  buildings  in  their  place,  can  be 
onomically  attractive  if  the  buildings  are  still  structurally 
lund.  In  addition,  tenants  appreciate  the  spaciousness  and 
laracter  that  many  of  these  building  possess.  Alwyn  Court 
New  York  City  exemplifies  this  current  renovation  trend  of 
odemizing  while  maintaining  the  integrity  of  the  building. 

Built  in  1907-08  by  the  architects  Harde  and  Short  as  a 
)-story  luxury  apartment  house,  shut  down  in  the  mid- 
?30's,  and  then  renovated  a  few  years  later,  the  venerable 
iwyn  Court  is  now  being  refurbished  for  its  new  cooperative 
vners.  By  the  end  of  spring  1981,  the  painstaking  physical 
storation  of  its  ornate  terra  cotta  faces  and  a  number  of 
;her  significant  architectural  features,  the  upgrading  of  its 
iblic  spaces,  and  the  incorporation  of  various  energy  saving 
id  safety  designs  and  products  will  be  completed. 

.  Splendid  Sense  of  Visual  Drama 

Designed  with  suites  of  from  14  to  34  rooms,  Alwyn 
ourt's  initial  tenants  found  that  the  building  provided  the 
jmfort  of  private  houses  and  the  conveniences  of  apartment 
rvices  -  all  just  a  block  from  Central  Park  and  in  the  heart 
f  the  city's  music  and  art  community.  The  exterior  beauty 

eft: 

he  original  building  entry  which  was  closed  during  its  1939  rertova- 

ons.    As  part  of  the  cuntnt  restoration,  the  entry  will  be  fitted  with 

^plicated  cast  iron  doors  and  reopened. 

■  ighl: 

lose-up  of  terra  cotta  detailing  adjacent  to  the  original  entry  way. 


of  the  building  was  assured  by  the  design  of  an  elaborately 
molded  terra  cotta  facade  with  scrollwork  reminiscent  of  the 
16th  century  salamander  motif  of  Francois  I. 

World  War  i  and  the  depression  greatly  reduced  interest 
m  such  expansive  quarters,  and  by  1936  the  last  tenant  moved 
out  and  the  building  was  boarded  up.  In  1939,  an  enterprising 
New  York  builder  undertook  to  save  Alwyn  Court  from 
demolition  by  completely  resLructunng  the  intenor  spaces, 
retainmg  only  the  steel  skeleton  and  exterior  walls.  The  22 
original  suites  were  reorganized  to  provide  75  manageable  3, 
4,  and  5-room  apartments.  Fortunately,  the  onginal  lOVi-foot 
ceiling  height  and  many  of  the  oversized  rooms  were  held, 
to  maintain  the  spacious  elegance  of  the  apartments.  Another 
change  made  at  that  time  was  the  shifting  of  the  building's 
main  entry.  The  original  cast  iron  doors,  however,  were  moved 
to  the  new  lobby  which  was  done  in  Art  Deco  style. 

Over  the  years,  the  building's  interior  was  fairly  well  main- 
tained. The  exterior  did  not  fare  as  well.  Decades  of  dirt  and 
grime  blackened  the  ornate  facade  design,  completely  ob- 
scuring much  of  the  detail  With  the  recent  conversion  of 
Alwyn  Court  from  a  rental  to  a  cooperative  building,  a  reno- 
vation plan  to  restore  the  visual  impact  of  the  building  and 
augment  the  amenities  was  undertaken,  under  the  direction 
of  Beyer  Blinder  Belle's  Department  of  Historic  Preservation. 
Because  Alwyn  Court  is  not  only  one  of  the  more  unusual 
apartment  buildings  in  terms  of  architectural  design,  but  also 
is  a  designated  landmark,  approvals  for  as  renovation  had  to 
come  from  the  New  York  City  Landmarks  Commission  as 
well  as  from  building  owners,  architects,  and  city  agencies.  The 
major  aspects  of  the  approved  program  included:  conservation 
by  skilled  craftsmen  of  the  building's  original  exterior,  re- 
furbishing of  the  main  entry  and  lobby  in  a  style  more  appro- 
priate and  complementary  to  the  handsome  exteriors,  and 
conversion  of  the  interior  light  court  from  its  previous 
function  as  the  building's  central  air  shaft  to  a  decorative 
top-lighted,  domed  atrium. 


Achieving  a  Fresh  Old  Face 

The  first  step  in  exterior  restoration  was  the  cleaning  of 
the  building's  glazed  terra  cotta  and  cut  limestone  facades. 
Resistant  to  weathering  and  to  pollutants,  glazed  terra  cotta 
is  able  to  withstand  somewhat  stronger  chemical  cleaners 
than  other  masonry  surfaces.  Despite  this  qualitative  fact,  it 
is  desirable  to  establish  specific  cleaning  procedures  that  are 
most  suitable  for  the  surfaces  in  question.  Therefore,  before 
any  actual  work  took  place  on  the  building,  a  series  of  tests 
was  conducted  by  PioSoCo,  the  manufacturer  charged  with 
developing  the  cleaning  materials  for  the  restoration  of  these 
facades.  The  objective  of  the  tests  was  to  determine  the  best 
method  of  removing  the  layers  of  accumulated  dirt  and  grime 
without  inflicting  structural  damage  to  the  building. 

During  this  test  phase,  several  unusual  reactions  occurred 
at  the  building.  In  one  instance,  a  solvent  initially  produced 
satisfactory  cleaning  results,  only  to  cause  a  brown  discolor- 
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ation  of  the  terra  cotta  several  days  later.  In  another  test,  no 
:osmetic  damage  was  noted,  but  cleaning  results  were  un- 
satisfactory. "This  phase  of  the  operation  can  be  best  des- 
cribed as  the  detective  period,"  noted  Gerald  E.  Boyer,  the 
president  of  ProSoCo,  "for  it  was  only  after  repeated  trial  and 
evaluation  that  we  were  able  to  come  up  with  a  cleaning 
technique  that  produced  the  sought-after  results,  and  met  with 
total  approval  of  all  concerned  parties." 

In  addition,  the  Grenadier  Corporation,  the  firm  selected 
for  carrying  out  the  cleaning  work,  discovered  that  the  build- 
ing had  been  cleaned  previously  and  probably  with  a  strong 
acid.  Worried  that  the  glazed  surface  might  have  been  already 
etched  enough  to  make  the  terra  cotta  absorbent,  it  was  de- 
cided that  all  cleaning  would  be  done  by  hand  with  a  diluted 
cleaning  and  rinsing  solution  applied  under  moderate  pressure. 

The  condition  of  the  mortar  also  was  examined  closely 
prior  to  cleaning.  Loose  panels  have  been  either  removed  or 
temporarily  held  in  place  by  stainless  steel  dowels  and  epoxy 
until  repointing  is  completed. 

The  cleaning  procedures  developed  specifically  for  Aiwyn 
Court  were: 

1.  To  protect  sash  and  glass  from  chemical  cleaners,  glazed 
window  sashes  were  painted  with  a  latex-like  coating  provided 
by  PtoSo-Co. 

2.  Surfaces  were  hosed  down  with  hot  water. 

3.  A  diluted  alkaline  prewash  was  brushed  on  with  natural 
bristle  brushes.  (Nylon  brushes  wore  out  too  quickly.) 

4.  After  five  minutes,  the  prewash  was  rinsed  off  with  hot 
water  under  moderate  pressure  and  surfaces  were  scrubbed 
by  hand. 

5.  An  afterwash  acid  solution  -  Sure-KJean  Restoration 
Cleaner,  diluted  from  the  manufacturer's  original  strength  - 
was  brushed  on  by  hand  to  return  the  surface  to  neutral  pH 
balance  and  thereby  prevent  any  discoloration  from  oxidation. 

6.  The  surfaces  were  rinsed  again  with  hot  water  under 
pressure.  The  crevices  of  the  scrollwork  and  deep  relief  areas 
were  scrubbed  to  remove  soiL 

7.  Latex  coatings  were  then  peeled  off  the  windows. 

A  number  of  special  conditions  arose  during  the  cleaning 
process  which  were  given  particular  attention.  To  minimize 
expense,  all  cleaning  work  was  done  from  movable  ngged 
scaffolds.  Because  the  limestone  used  on  the  first  floor  proved 
to  be  less  impervious  than  the  terra  cotta,  some  modification 
of  the  procedures  was  required.  That  is,  the  same  cleaning 
steps  were  used  except  that  the  solution  was  further  diluted 
and  extra  water  rinsing  was  necessary  to  ensure  that  no 
damaging  chemicals  were  left  on  the  surface. 

Weather  conditions  slowed  the  progress  of  the  work.  Start- 
ing in  the  late  fall  of  1979,  the  wetting  and  nnsing  procedures 
could  be  carried  out  only  at  temperatures  above  40OF.  In 
November  and  December,  work  began  in  late  morning  and 
ended  by  the  middle  of  the  afternoon.  During  high  winds,  the 
work  halted  completely  to  prevent  the  prewash  and  afterwash 
solution  from  being  blown  onto  surrounding  buildings  or 
passing    pedestrians.    Such   exigencies  extended   the   time   re- 


quired for  the  conservation  work.  The  specially  trained  clean- 
uig  crews  wore  wet  suits  and  were  protected  by  both  safety 
belts  and  lifelines. 

Total  cost  for  the  extenor  cleaning  was  550,000,  or  S2.10 
per  sq.  ft.,  reflecting  the  labor-intensive  job  of  cleaning  this 
detailed  exterior. 

A  Helping  Hand  for  Damaged  Terra  Cotta 

Following  the  cleaning,  the  condition  of  the  facades  was 
completely  documented  in  photographs  and  on  a  set  of 
elevation  drawings  in  order  to  descnbe  the  extent  and  loca- 
tion of  remedial  work  reqiured.  The  terra  cotta-coated  AJwyn 
Court  displayed  the  characteristic  pathologies  of  buildings  of 
its  age  and  geographic  location:  spalled,  cracked,  stained  and 
crazed  vitreous  glazing;  eroded  mortar  joints;  corroded  metal 
ties  and  cramps  inside  the  walls.  On  the  basis  of  a  detailed 
visual  examination  of  every  square  foot  of  exterior  surfacing, 
the  architects  recommended  a  three-stage  conservation  pro- 
gram: (1)  cleaning  all  terra  cotta  surfaces,  (2)  immediate 
replacement  of  all  damaged  blocks,  and  (3)  an  open-ended 
program  of  periodic  inspection,  repair,  and  replacement  on  a 
five-year  cycle. 

Because  of  cost  considerations,  damaged  blocks  will  be 
replaced  with  cast  concrete  facsimiles  whose  chemical  com- 
position and  fabrication  methods  wiU  replicate  the  original 
terra  cotta  in  color,  texture,  and  finish.  (The  originals,  inci- 
dentally, had  a  matte,  rather  than  high  luster,  finish  to 
imitate  limestone.)  Replacement  blocks  will  be  fabricated 
of  5000  psi  concrete  using  a  mix  of  white  Portland  cement 
and  light  colored  aggregate,  with  no  chemical  additives.  They 
will  be  reinforced  with  4"  x  4"  mesh  and  heavily  vibrated  for 
density.  Small  units  will  be  attached  to  substrate  by  cement 
pargeting  on  a  wire  mesh,  which  is  supported  by  stainless 
steel  pins  set  in  epoxy. 

After  the  initial  campaign  of  conservation,  failed  blocks  will 
be  replaced  as  failure  is  detected.  It  is  anticipated  that  com- 

A  complete  visual  examination  of  the  exterior  surfaces  was  conducted, 
with  cracked  lintels,  failing  cement  patches,  loose  spandrels,  and  other 
types  of  failure  of  the  terra  cotta  cladding  fully  documented.  Damaged 
terra  cotta  blocks  will  be  replaced  with  cast  concrete  facsimiles  which 
will  match  the  originals  m  color,  texture,  and  finish. 
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plete  cleaning  will  not  be  required  for  ten  years,  although 
more  frequent  clear-water  washing  of  limestone  is  being 
recommended.  Such  periodic  cleanmg  serves  several  objectives 
simultaneously.  The  first  is  cosmetic  —  it  restores  the  buUdmg's 
original  light  beige  color.  Second,  it  affords  opportunity 
for  a  close  visual  examination  of  the  fabric.  Finally,  it 
removes  the  dirt  and  soiling  which  is  often  itself  an  active 
agent  of  degradation. 

New  Spaces  in  Existing  Space 

The  central  courtyard,  currently  an  unused  light  court,  is 
being  converted  to  a  handsome  top-lighted  atrium.  The  re- 
modeling of  1939  had  left  this  octagonal  shaft  surrounded  by 
public  hallways  at  each  floor,  but  closed  off  by  286  sashes 
glazed  with  translucent  glass.  The  renovation  involves  enclos- 
ing this  shaft  with  a  pyramidal  skylight  and  removal  of  all 
hall  sash  and  wood  frames;  the  embrasures  will  be  plastered. 
That  is,  new  walls  will  be  recessed  into  hallways. 

The  new  atrium  not  only  will  provide  a  new  focal  point, 
since  all  interior  walls  of  the  atrium  will  be  decorated  by  the 
well-known  artist  Richard  Haas  using  a  grisaille  mural  which 
is  a  trompe  I'oeil  echo  of  the  building's  Francois  I  exterior, 
but  also  will  make  a  major  contribution  to  the  building's 
energy  conservation  program  (described  below). 

The  floor  of  the  atrium-  and  the  restored  elevator  lobby 
will  be  paved  in  patterned  marble.  An  antique  fountain, 
surrounded  by   tubbed  orange  trees,  will  be  another  feature 


of  the  atrium. 

A  second  important  "interior"  design  change  focuses  on 
lobby  and  entry  renovations.  Alwyn  Court's  onginal  entry- 
way  -  a  handsome  oval  lobby  -  as  mentioned  previously 
was  closed  during  the  1939  renovation.  It  will  be  reopened  for 
access  to  new  office  space  being  created  in  the  building's  first 
floor  and  basement.  The  original  cast  iron  doors  will  be  re- 
turned to  then  former  position,  with  new  doors  replicated  in 
the  same  style  for  the  apartment  entry.  The  apartment  entry 
and  lobby  will  be  completely  furnished  and,  now  open  to 
the  atrium,  will  have  another  trompe  I'oeil  mural  by  Haas 
on  the  ceiling  and  new  marble  paving  to  visually  connect  the 
two  spaces. 


Comfort  and  Other  Considerations 

As  in  all  older  buildings,  energy  conservation  was  an  impor- 
tant consideration  in  plans  for  the  preservation  of  Alwyn 
Court.  The  building  is  cunently  heated  by  a  single-pipe  steam 
system,  served  by  oil-fired  boilers.  This  system  is  to  be  retained. 
There  is  no  central  cooling  system  and  none  is  contemplated. 
Instead,  each  apartment  will  rely  on  window  airconditioners. 
To  assure  that  these  units  cause  the  minimum  esthetic  damage 
to  the  Alwyn's  historic  facades,  the  airconditioners  will  be 
recessed  in  the  decorative  spandrels  below  the  windows  in 
such  a  way  as  not  to  protrude.  They  will  be  partially  con- 
cealed by  perforated  grilles,  molded  to  conform  to  the  tena 
cotta  bas-reliefs  which  they  replace. 


Comparison    of    heat    loss 
courtyard    elevations: 

1.  Existing  conditions  (as  was) 

2.  Scheme  as  designed  (taking  out 
existing  walls  and  having  new  walls 
recessed  into  hallways)  no  skylight 

3.  Scheme  as  designed  with  skylight 
Q  =    U  X  A  X  '^T 

where  U  =  thermal  transmittance  (the 
quantity  of  heat  in  BTUs  which  will 
flow  through  1  sq.  ft.  of  structure  in 
one  hour  where  there  is  a  1  degF 
temperature  difference  between  the 
air  on  each  side),  A  =  area,  T  "  temp. 
U — Values  and  Assumptions 
Windows: 

A   =■    2.880  sq.  ft. 

U   =     1.13  single  glazing -metal  frame 
Skylight: 

A    =■     1,296  sq.  ft. 

U   =    .66  with  '/j"  air  space  — 

insulation  glazing 

Wall  Assembly-  as  was:    -  proposed: 

A,"     16,704  sq.ft.     A,-    22,950  sq.  ft. 

U,="     .3768  Ui-    .5418 


Preliminary  Energy  Analysis  for  Alwyn  Court 

(TypictI  of  the  Sfvtrtl  antly$»$  ptrformed  using  difftrant  valuas  for  variables) 
(Q)    from 


Root  and  Skylight: 

Aj-    1,776  sq.  ft. 

Uj-    .49 
Design  Data 
5100  degree  days 
Summer  ^T    =    89°  -  78°  =  11° 
Winterer       =     72°-  15°  =  57° 
Scheme  #/  -  Heat  Loss  from  Court- 
yard   Wall    Elevations    (assumes    no 
insulation  in  wall  assembly)  -  As  Was 
Q,=     .3768  X  16.704  x  57 
Q,-     358.761  BTU/hr. 
Scheme  it2  -  Heat  Loss  from  Court- 
yard from  New  Exterior  Walls  If  No 
Skylight    (assumes    no    insulation    in 
wall  assembly) 
Q,-     .5418  X  22,950  x  57 
Qj=     708,755  BTU/hr. 
Scheme  US  -  Heat  Loss  from  Court- 
yard if  Skylight  is  Incorporated 
Qj=     .49  X  1776  X  57 
Qj^    49,603  BTU/hr. 
Therefore,    with    the    new    scheme    if 
a    skylight    is    incorporated,    approxi- 
mately   650,000    BTU/Tir.    would    be 


saved.  (708,755-49,603  =  659,152) 
In  other  words,  the  difference  be- 
tween the  new  scheme  without  the 
skylight  and  the  new  scheme  with  the 
skylight  over  a  year  period  would  be: 

650,000   X  28°  X  5100  =  1.326,040.800 
70O^T  BTU/year 

where  28°  represents  the  local  tem- 
perature factor  for  New  York  City 
and  5100  the  heating  season  hours. 
This  translates  into  9,471  gals  of  No.  2 
oil  required  over  the  year.  However, 
no  boiler  can  operate  at  100%  effici- 
ency. Therefore,  at  a  75%  efficiency. 
12,628  gals/year  are  required. 
On  a  cost  basis,  assuming  oil  costs 
$1.00/gal,  this  would  amount  to 
$12,628/year  that  could  be  saved  in 
energy  costs  if  the  skylight  is  used. 

Based  on  the  skylight  costing  $98,000, 
the  skylight  scheme  offers  a  7.7-year 
simple  payback  plus  the  benefit  of  all 
amenities.  (All  analyses  conducted  in- 
dicated a   7.7—11  year  payback  period.) 
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Schematic  of  airconditioner  w  spandrel. 

All  double-hung  sashes  will  be 
carefully  conserved.  They  will  be 
removed  from  their  frames,  chemically 
stripped  of  paint,  refinished,  and 
re-puttied  on  the  job.  Sash  and  frames 
will  be  weatherstripped  and  then 
re-hung.  Storm  sash  of  specially 
detailed,  lightweight  extruded  alumi- 
num frames  will  be  mounted  on  the 
inner  face  of  the  sashes,  designed  to 
rise  up  and  down  with  them  and 
hinged  for  washability. 

The  architects  estimate  that  the 
convenion  of  the  open  air  shaft  into 
an  enclosed  atrium  will  bring  sigiufi- 
cant  energy  savings  to  the  building's 
new  cooperative  owners.  The  insu- 
lated glass  skylight  will  reduce  heat 
loss  from  the  building  by  an  estimated 
650,000  BTUs  per  hour  ( 1  300,000,000 
BTUs  per  annum).  At  current  prices  of 
oil  or  steam,  it  is  estimated  that 
construction  costs  of  roughly  $98,000 
for  the  skylighted  enclosure  will  be 
amortized  in  less  than  9  years.  (Sample 
heat  loss  and  cost  calculations  are 
given  in  the  accompanying  table.)  The 
atrium  will  not  require  additional 
radiation  in  winter  since  the  opened- 
up  hallways  are  fully  heated.  Nor  will 
it  require  cooled  air  in  summer: 
comfort  conditions  will  be  maintained 
by  the  stack  effect  of  opening  up  the 
ventilation  sash  around  the  base  of  the 
skylight. 

The  unusual  enclosed  atrium  space 
of  Alwyn  Court  has  life  safety  impli- 


Schemanc  section  of  the  new  atrium. 

cations  as  well  as  energy  conservation 
ones.  More  specifically,  it  required 
special  fire  safety  and  exiting  consider- 
ations. The  potential  fire  and  smoke 
hazards  of  an  enclosed,  multi-story 
interior  court  are  not  currently  dealt 
with  in  the  building  code,  and  this 
building,  as  well  as  other  atria,  is  being 
treated  as  an  individual  case.  In  the 
event  of  fire,  to  keep  smoke  from 
accumulating  in  the  atrium  and 
consequently  threatening  egress,  an 
exhaust  system  has  been  developed. 
Smoke  detectors  will  be  placed  in  the 
corridors,  lobby,  and  dome,  activating 
the  exhaust  system  automatically  in 
case  of  fire.  The  switch,  which  is  used 
in  summer  to  activate  the  ventilating 
system,  also  can  be  operated  manually 
in  case  of  fire.  As  a  last  resort,  fire 
fighters  can  crank  the  dome  open 
from  the  roof.  It  is  hoped  that  these 
new  solutions  minimizing  fire  and 
smoke  hazards  will  help  bring  about 
revisions  to  the  building  code  to  the 
benefit  of  similar  older  buildings. 


With  the  completion  of  the  restor- 
ation and  improvement  program  for 
Alwyn  Court,  the  original  grandeur  of 
the  exterior  of  this  respected  building 
will  be  recaptured.  The  interior  will 
be  enlivened  by  new  and  sympathetic 
use  of  space.  And  the  functioning  of 
the  building's  systems  will  be  com- 
patible with  modem  requirements  for 
energy  conservation  and  fire  safety.    ■ 
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Ills  Island 

I'W  York  Harbor 


'le  Main  Building  of  Ellis  Island  is 
ce  of  the  most  symbolically  signi- 
fint  structures  in  American  liis- 
liy.  By  1987,  the  building  will  be 
r.tored  and  renovated  for  use  as  a 
ttional  museum  of  immigration 
^  h  exhibits,  theaters  and  a  com- 
[lerized  genealogy  center.  Its  im- 
inse  registry  room  will  be  pre- 
f-ved  as  a  monument  to  this  na- 
m's ethnic  heritage.  Owner:  U.S. 
I  partment  of  the  Interior.  National 
]rk  Service. 


Client:  Statue  of  Liberty/Ellis  Island 
Foundation.  Inc.  Cost:  Main  Build- 
ing— $40  million;  other  phases — 
S80  million. 


Fulton  Landing 
Brooklyn.  New  York 


The  Brooklyn  ^^'aterfronl  is  the 
spectacular  setting  for  this  35-acre 
mixed-use  retail  and  office  district. 
The  area,  which  includes  virtually 
the  entire  area  between  the  Brook- 
lyn and  Manhattan  bridges,  the 
Brooklyn-Queens  Expressway  and 
the  East  Riyer.  has  panoramic  views 
of  Lower  Manhattan.  Highlighted  by 
a  100-boat  marina  and  a  five-acre 
riverfront  park,  the  development  in- 
cludes 2  million  square  feet  of  office 
space  in  the  historic  Gair  and 


Sweeney  buildings  and  more  than 
■WO.OOO  square  feet  of  shops,  res- 
taurants and  theaters  in  the  Land- 
mark Empire  Stores  as  well  as  in  a 
new  Pier  Pavilion.  Client:  Two  Tree; 
Management  Company. 


U«Tii  Court 
New  York  Cil> 


! 

kn  atrium  with  a  skylight  and  a 
rorape  I'oeil  mural,  which  echoes 
ijie  building's  French  Renaissance 
'."xterior.  completely  transforms  a 
.jreviouslv  drean  and  inefficient  air- 
(ihaft.  Restoration  of  this  1908  land- 
■nark  building  includes  improve- 
nents  and  modifications  of  the 
ipartments.  refurbishment  of  public 
spaces  as  well  as  repair,  cleaning 
md  presenation  of  the  elaborately 
•aned  teiTa  cotta  and  limestone 
acade.  This  projccl  received 


national  recognition  and  five  awards 
for  architectural  design,  presena- 
tion. interior  design  and  use  of 
materials.  Client:  Two  Trees  Man- 
agement Company.  Cost:  SI. 2 
million. 
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■outh  Street  Seaport 
luseuni  Block 
«ew  York  City 


outh  Street  Seaport 
luseuin  Block 
^ew  York  City 


she  Museum  Block,  a  major  liisloric 
■enter  in  New  York  Cily.  is  comprised 
f  13  historic  buildings  of  various 
irchitectural  styles  ranging  from 
'790  to  1910.  The  New  Bogardus 
tuilding.  a  new  building  in  the 
bmplex  also  designed  by  Beyer 
linder  Belle,  echoes  the  design  of 
ew  York's  first  cast  iron  facade, 
his  comer  building  is  a  focal  point 
ir  indoor  and  outdoor  dining  and 
■tail  activity  at  the  new  Seaport 
omplex.  Cannon's  Walk,  at  the 


center  of  the  Museum  Block,  pre- 
viously an  underutilized  alley,  is 
now  a  promenade  and  a  bustling  re- 
tail center.  Rental  office  spaces,  the 
Museum  offices  and  the  Rouse  Com- 
pany management  offices  occupy  the 
upper  floors.  The  Museum  Block 
won  six  design  and  preserv  ation 
awards  in  1984.  Clients:  South 
Street  Seaport  Museum.  The  Rouse 
Company.  New  York  City  Depart- 
ment of  General  Services.  Cost: 
S4.8  million. 


The  Limited 

New  York,  New  York 

The  Limited  building  in  New  York  City  is  a  reconstruction  and  addition 
to  the  original  Louis  Sherry  ice  cream  parlor  constructed  in  1928.  The 
original  stylized  Neoclassical  design  by  the  office  of  McKim,  Mead  & 
White  was  restored  in  1985  by  Beyer  Blinder  Belle  and  now  houses  three 
interconnected  women's  fashion  stores. 

Reconstruction  of  the  building  included  removal  of  a  later  period  glass 
block  alteration,  replication  of  the  granite  and  limestone  facades  and 
bronze  storefronts,  and  addition  of  a  two-story  rooftop  greenhouse. 

Architectural  publications  and  original  construction  drawings  from  the 
1920's  were  researched  to  develop  the  reconstruction  of  the  original 
neoclassical  detailing.  Stone  species  and  joinery  were  matched  with 
original  on-site  samples.  Numerous  models  were  produced  for  the  final 
bronze  casting  production,  and  all  terra  cotta  work  was  repaired  and 
regilded. 

Materials  include  Indiana  limestone  for  the  facades,  African  absolute 
black  granite  for  the  exterior  bases  and  interior  stonework,  bronze 
decorative  castings  and  storefronts,  polychromed  terra  cotta  friezes  and 
cornices,  and  glass  and  aluminum  for  the  greenhouse  addition. 

The  building  is  located  in  the  Upper  East  Side  Historic  District  in 
Manhattan,  and  is  typical  of  the  older,  smaller  scale  buildings  of  the 
area.  The  restoration  of  this  landmark  enhances  the  store's  exterior, 
while  the  greenhouse  addition  increases  interior  space  while  retaining 
the  traditional  scale  of  Madison  Avenue. 

Client:  The  Limited  Stores,  Inc. 

Address:  691  Madison  Avenue,  New  York 

Owner:  The  Limited  Stores,  Inc. 

Size:  25,000  SF 

Const.  Cost:  $6  Million 

Const.  Manager:  ARCON  Properties,  Inc. 

Major  Consultant:  W.A.  DiGiacomo  Associates  -  Mechanical  Engineers 

Robert  Silman  Associates  -  Structural  Engineers 

Status:  November  1985 
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Vlice  Austen  House  and  Grounds 
'taten  Island.  New  York 


jrhis  landmark  house  belonged  lo 
he  faniilv  of  Alice  Auslen.  pioneer 
jhotographer  of  the  nineteenth 
,-entur\'.  With  the  aid  of  over  600 
\uslen  photographs,  an  exterior 
jestoration  program  has  returned 
he  300-year  old  cottage  from  a 
;late  of  disrepair  lo  the  pristine 
^thic  Revival  Style-exactly  as  it 
ooked  in  1845.  Details  are 
■arefullv  in  place  such  as  the 
land-cul  cedar  shakes  for  the  roof 
md  the  gingerbread  details. 


including  tiny  bird  houses  above 
the  dormer  vsindows.  The  acre  of 
waterfront  property  is  also  designed 
to  resemble  the  original  landscape: 
thickets  removed,  gravel  walkways 
and  steps  leading  to  the  seashore 
installed  and  five  varieties  of  vines 
are  planted  to  grow  around  the 
columns  of  the  front  porch.  The 
house  now  serves  as  a  museum  anti 
study  center.  Client:  New  York  City 
Department  of  Parks.  Cost:  Sl.l 
million. 


New  York  County  (Tweed)  Courthouse 
New  York,  New  York 

Beyer  Blinder  Belle's  report  on  the  restoration  of  the  Courthouse,  a 
National  Landmark  built  in  1861,  defines  appropriate  methods  for  its 
rehabilitation  and  reuse  as  an  effective  public  building.  An  extensive 
analysis  provides  details  of  the  existing  condition  of  all  architectural 
elements.  The  exterior  survey  involves  an  inventory  of  the  type  and 
condition  of  every  element  of  stonework  on  each  facade.  The  interior 
survey  consists  of  a  room-by-room  analysis  of  all  visible  and  accessible 
finishes:  decorative  trim,  doors  and  windows,  lighting,  and  mechanical 
equipment.  Basic  architectural  character,  condition,  and  approximate 
dates  of  changes  are  noted.  The  work  also  encompasses  a  programmatic 
analysis  of  the  space  needs  for  typical  city  agencies  and  departments,  a 
review  of  building  and  energy  code  requirements,  and  the  building's 
adaptability  to  contemporary  fire  and  life  safety  practices,  as  well  as 
preparation  of  budget  estimates  for  construction  costs. 

Client:  New  York  City  Department  of  General  Services 

Address:  City  Hall  Park,  New  York 

Owner:  New  York  City  Department  of  General  Services 

Size:  215,514  SF 

Const.  Cost:  $30  Million 

Status:  Completion  Date  1990 
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South  Ferry  Plaza 
New  York.  INew  York 


This  Master  Plan  for  a  major  urban 
complex  on  Manhattan "s  waterfront 
involves  redesign  of  Peter  Minuet 
Plaza,  an  intermodal  transportation 
hub:  restoration  of  the  Staten  Island 
Ferrv  Terminal  and  the  Battery  Mar- 
itime Building,  and  lonstruction  of 
a  new  52-storv  office  tower  over  the 
ferry  terminal.  (Total  enclosed  area 
equals  1.630.000  square  feet.  I  The 
historic  Battery  Maritime  Building 
is  to  contain  a  new  hotel  and  con- 
ference center,  as  well  as  the 


existing  ferry  seriice  to  Governors 
Island.  Restoration  includes  the 
metal  and  glass  structures  exterior 
and  the  Great  Hall  interior.  The 
project  is  a  Beyer  Blinder  Belle/ 
Skidmore  Owings  &  Merrill  joint 
venture.  Client:  HRO  International 
Estimated  Cost:  S500  nnllion. 
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Jersey  City  City  Hall 
Jersey  City,  New  Jersey 

The  project  involves  a  feasibility  study  for  the  rehabilitation  of  the 
Jersey  City  City  Hall  after  severe  fire  damage.  Along  with 
recommendations  in  regard  to  restoration  of  the  structure,  the  study 
includes  a  comprehensive  analysis  of  space  planning  and  reorganization 
of  administrative  offices.  The  building  is  on  the  National  Register  of 
Historic  Places  for  both  its  architectural  and  historical  significance. 
This  late  Victorian  landmark  is  now  undergoing  a  phased  restoration. 

Client:   City  of  Jersey  City 

Address:      Jersey  City,  New  Jersey 

Owner:      City  of  Jersey  City 

Size:      N/A 

Const.  Cost:      $275,000 

Status:      Completion  Date  1974 
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Barneys  Women's  Store 
New  York,  New  York 

Spacious  and  light-filled,  Barneys  Women's  Store  is  the  largest  women's 
store  built  in  New  York  in  over  50  years.  At  one  end  of  the  main  floor, 
an  art  deco  oval  staircase  sweeps  up  six  stories  to  a  frosted  skylight.  In 
the  center  of  the  floor,  a  two-story  atrium  overlooks  a  terazzo  fountain 
and  a  cafe  trimmed  in  wood  and  faux  marble. 

The  oval  stair  affords  long,  oblique  views  between  floors  and  opens  at 
each  level  into  a  different  design  theme.  Individual  boutiques  surround 
the  staircase  on  each  floor,  a  scheme  reminiscent  of  Galleries  Lafayette 
and  Printemps— Parisian  department  stores  built  in  the  early  part  of  the 
century. 

The  store  occupies  a  space  created  by  the  conversion  of  six  1880's 
brownstones,  with  the  the  facades  of  the  townhouses  serving  as  the 
storefront.  The  domestic  scale  of  the  facade  echoes  the  personal  feeling 
of  the  small  boutiques  which  make  up  the  store. 

Joseph  Giovannini,  in  the  New  York  Times,  called  the  store  "urbane,  fun, 
stylish  and  faintly  30's."  He  continued,  "if  Fred  Astaire  and  Ginger 
Rogers  were  to  meet  on  this  staircase,  they  would  dance." 

Client:  Barneys  New  York 

Address:  17th  Street  and  Seventh  Avenue,  New  York  City 

Owner:  Barneys  New  York 

Size:  65,000  SF 

Const.  Cost:  $25  Million 

Status:  Completion  Date  1986 
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Denver  Arts  Center 
Denver  Colorado 

Beyer  Blinder  Belle  is  responsible  for  the  master  plan  and  completion  of 
the  Denver  Center  for  the  Performing  Arts.  The  design  includes 
complete  exterior  restoration  of  the  historic  Auditorium  Theatre  built  in 
1905  to  house  the  Democratic  National  Convention.  When  completed  in 
1990,  the  complex  will  accommodate  nearly  10,000  patrons  in  seven 
different  theaters  and  concert  halls,  establishing  Denver  as  one  of  the 
largest  and  foremost  performing  arts  centers  in  the  United  States. 

A  major  new  2,800  seat  theater,  specifically  designed  for  Broadway 
shows  and  national  touring  ballet  and  opera  companies,  will  be  created 
by  entirely  restructuring  the  existing  Arena  building.  The  historic 
Auditorium  will  be  converted  into  a  state-of-the-art  1,500  seat  theater 
for  local  productions. 

The  design  also  includes  facilities  for  the  National  Theater  Conservatory 
which  will  become  the  focus  of  daytime  activity  at  the  center.  Dance 
and  theater  rehearsal  studios,  classrooms,  and  administrative  offices  will 
accommodate  300  students,  faculty  members,  and  administrative 
personnel  of  the  Conservatory. 

Improved  circulation,  service  facilities,  and  a  newly  extended  lobby  will 
enhance  Boettcher  Concert  Hall,  home  of  the  Denver  Symphony 
Orchestra. 

The  vital  link  for  all  theater  buildings  and  the  1,750  car  parking  garage  is 
the  90  foot  high,  500  foot  long,  glass-vaulted  galleria  which  acts  as  the 
pedestrian  walkway  through  the  core  of  the  complex.  The  galleria  will 
be  fully  enclosed  and  environmentally  tempered  to  act  as  the  central 
lobby  for  all  performance  spaces  year-round.  Theatrical  lighting  and 
new  and  expanded  restaurant  and  retail  spaces  will  create  a  dramatic 
atmosphere  within  the  galleria  for  daytime  and  evening  gatherings  —  a 
destination  point  in  the  heart  of  downtown  Denver  and  a  symbol  of  the 
arts  throughout  the  region. 

Client:  City  and  County  of  Denver 

Address:  Denver,  Colorado 

Owner:  City  of  Denver 

Size:  230,000  SF 

Const.  Cost:  $31  Million 

Major  Consultants:      van  Dijk  Johnson  &  Partners  -  Associate  Architects 
KKBNA  -  Structural  Engineers 
Flack  &  Kurtz  -  Mechanical/Electrical  Engineers 
Roger  Morgan  Studio  -  Theater  Consultant 

Status:  Completion  Date  1990 


Beyer 
Blind 


er 


Belle 


Denver  Arts  Center 
Denver  Colorado 

Beyer  Blinder  Belle  is  responsible  for  the  master  plan  and  completion  of 
the  Denver  Center  for  the  Performing  Arts.  The  design  includes 
complete  exterior  restoration  of  the  historic  Auditorium  Theatre  built  in 
1905  to  house  the  Democratic  National  Convention.  When  completed  in 
1990,  the  complex  will  accommodate  nearly  10,000  patrons  in  seven 
different  theaters  and  concert  halls,  establishing  Denver  as  one  of  the 
largest  and  foremost  performing  arts  centers  in  the  United  States. 

A  major  new  2,800  seat  theater,  specifically  designed  for  Broadway 
shows  and  national  touring  ballet  and  opera  companies,  will  be  created 
by  entirely  restructuring  the  existing  Arena  building.  The  historic 
Auditorium  will  be  converted  into  a  state-of-the-art  1,500  seat  theater 
for  local  productions. 

The  design  also  includes  facilities  for  the  National  Theater  Conservatory 
which  will  become  the  focus  of  daytime  activity  at  the  center.  Dance 
and  theater  rehearsal  studios,  classrooms,  and  administrative  offices  will 
accommodate  300  students,  faculty  members,  and  administrative 
personnel  of  the  Conservatory. 

Improved  circulation,  service  facilities,  and  a  newly  extended  lobby  will 
enhance  Boettcher  Concert  Hall,  home  of  the  Denver  Symphony 
Orchestra. 

The  vital  link  for  all  theater  buildings  and  the  1,750  car  parking  garage  is 
the  90  foot  high,  500  foot  long,  glass-vaulted  galleria  which  acts  as  the 
pedestrian  walkway  through  the  core  of  the  complex.  The  galleria  will 
be  fully  enclosed  and  environmentally  tempered  to  act  as  the  central 
lobby  for  all  performance  spaces  year-round.  Theatrical  lighting  and 
new  and  expanded  restaurant  and  retail  spaces  wiU  create  a  dramatic 
atmosphere  within  the  galleria  for  daytime  and  evening  gatherings  —  a 
destination  point  in  the  heart  of  downtown  Denver  and  a  symbol  of  the 
arts  throughout  the  region. 

Client:  City  and  County  of  Denver 

Address:  Denver,  Colorado 

Owner:  City  of  Denver 

Size:  230,000  SF 

Const.  Cost:  $31  Million 

Major  Consultants:      van  Dijk  Johnson  &  Partners  -  Associate  Architects 
KKBNA  -  Structural  Engineers 
Flack  &  Kurtz  -  Mechanical/Electrical  Engineers 
Roger  Morgan  Studio  -  Theater  Consultant 

Status:  Completion  Date  1990 
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